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Western Rate Hearing 
Resumed in Chicago September Nineteenth 


If you want a full account from 
day to day you can get it in 


THE DAILY TRAFFIC WORLD 


| One Railroad President said of our daily account of the first part of the hearing: 

| “It’s the best that I have!seen.” Another said: ‘““We want five sets for our 
shipper said: “Don’t fail to send us the Daily during the 
| Hearing.’ > &“Youjgive. the} evidence, the newspapers, the [spectacular story.” 


We expect to cover the latter part of the 
hearing even more completely than before. 


SEND YOUR ORDER NOW 
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RAFFIC WORL) 


——=- TRAFFIC BULLETIN 


A weekly publication designed to fulfill the needs of shippers, 
carriers, lawyers and all others who desire to keep abreast 
with the developments in the traffic world. 

Published every Saturday by 
THE TRAFFIC SERVICE BUREAU 
at Chicago, Il. 


Copyright, 1910, by The Traffic Service Bureau. 
ISSUED IN TWO PARTS—PART ONE 


TERMS OF SUBSCRIPTION 


Six months 
Three months 
Single copies 


All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to contrary 
is given to publisher. 


All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 


New York exchange. We have to pay exchange on checks on 
outside banks. 


ADVERTISING RATES 


Advertising rates will be made known upon application to 
the Chicago office. 


SPECIAL SERVICE 


THE TRAFFIC SERVICE BUREAU has facilities for 
securing any special information upon traffic matters desired. 
This includes examination of records, copying reports and tariffs 
or compiling data upon traffic affairs, either from the records of 
the Interstate Commerce Commission or from the records of 
any of the various state commissions. Charges for this service 
are based upon actual time consumed and are extremely low. 
Tell us what you want and we will tell you what we can do. 


Chicago Office + « »« 126 Market St. 
Washington Office . - 26 Jordan Building 


‘2 ociiniens esiendies 
Freight Routes 


Some months ago we mentioned in our editorial col- 
umns the value to railway companies of making known 
their freight routes and the service that could reasonably 
be given to the public. 

Our idea has taken form in a large degree in a few 
instances, and we look for results in this way: Those 
who ship will know the territory that is traversed as it 
relates more particularly to junction stations not promi- 
nent in the list of so-called common points, and can 
often favor lines they prefer without too much search 
for the interior destinations, if the railroads give them 
publicity in a form the shippers can use as a convenient 
file, 

We are proposing later on to make some comment 
concerning service furnished by the roads, and will be 
glad to have shippers and transportation companies let 
us know of improved conditions. If the conditions are 
very bad in some instances, possibly we can be of as- 
Sistance in placing the information before the companies 
in a friendly way, and bring about an improvement to 
the mutual benefit of all interested. Our policy is co- 
Operative and looks to the sensible consideration of 
those things needing attention, with no wish to accentu- 
ate the differences between shipper and carrier. 
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THOUGHTS ON STOCK DIVIDENDS 


Issued in Lieu of Cash and Based upon Surplus Not 
Improper; Predicated on Future Possibilities 
Only—A Fair Subject for Criticism 


Washington, D. C., September 9. 

—In the various discussions of the 

necessity for rate advances and the 

propriety of making them effective 

at the earliest possible moment, some 

thoughtful opinions have been ex- 

pressed, and very careful considera- 

tion of the question given in detail, 

in recent contributions to THe TRAF- 

FIc WORLD. We are not now intend- 

ing to refer to more than one phase 

of the controversy, and that is capitalization. We be- 
lieve that much animosity has been aroused by the for- 
mer practice of stock dividends, and it seems a prob- 
ability that an explanation of the purposes of these dis- 
tributions and some specific facts concerning the bene- 
ficial effects to the properties might remove antagonism. 
It is our understanding that this form of financing is 
to retain the cash in the treasury for use in betterments, 
and to let the stockholder have, instead, an increased 
income through extra stock issues bearing the regular 
annual dividend. This is to prevent presumably the 
borrowing of so much money for improvements. If it 
can be shown that this is the purpose, there can be no 
special criticism, unless the stock issues go beyond any 
earnings of the companies issuing, to warrant this policy. 

If the surplus earnings of solvent companies, really 
the property of the stockholder, are issued to him in 
stock rather than cash, and the money is turned back 
into the property in an economic manner, the owner of 
the stock and the public are both beneficiaries. If, how- 
ever, the issuance exceeds any possible surplus and is a 
mortgage upon future earnings to an extent that makes 
them almost a fiction, no fair-minded person can see 
any excuse for this method. Transportation ought not 
to claim that it may do certain things because other 
forms of business do them. It ought to proceed along 
linés that it can properly defend without reference to 
the policy of other enterprises. It is a great enough 
interest to shape an independent course. 

Following our line of reasoning, it is understood 
that one large system some years since made some stock 
issues to shareholders based upon a compafatively small 
surplus and a great future hope. It is felt that to-day 
this is its misfortune, and in the most annoying way 
interferes with its prosperity. The present management 
is not responsible, but the present management is re- 
sponsible for financing its future requirements. It is 
a recognized instrument of the greatest importance in 
commerce (for transportation is not of itself commerce, 
it is an instrument only) in a most highly developed 
industrial region, and to retard its improvements curtails 
industry. To provide it with earnings either to make 
improvements or to warrant borrowing money means 
an increase in rates, and here is the problem for solu- 
tion. 

Inasmuch as the public are not responsible for its 
poor financing in past years, how much of a burden 
shall the payers of the freight assume, for its continu- 
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ance of ample facilities and proper service? There 
must be a middle ground of compromise somewhere, and 
it is probably this: The past has gone and cannot be 
retrieved, and if the burdens of the future are certain 
to be only those of propriety and business necessity, it 
establishes for a basis what ean now be shown as im- 
perative. This in no wise excuses a past inclusive per- 
haps of reckless financing, nor can it justify impositions 
that can be in many cases proven, but it excuses from 
the blame of it those who now seek to give the public 
a fair deal and find some of the properties they have 
to rehabilitate impossible, without some public leniency 
at this time. 

An examination of the stock issues of some of our 
large companies will bear scrutiny, but, of course, they 
are the unfortunate companions of those systems mak- 
ing issues without any physical valuation behind them 
in property or surplus, and must find it very difficult 
to make clear their position in the public mind. To 
permit the carefully managed properties to go ahead, and 
the poorly managed to get into right habits, is a process 
of arriving at some general average of fairness rather 


than absolute justice to either shippers or properly 
financed carriers. W. B. B. 


Legal Department 





The general counsel of The Traffic Service Bureau 
has a number of interesting cases to present to the 
Interstate Commerce Commission and some important 
cases already on the Commission’s docket. In all of 
them there is a principle involved requiring an official 
ruling. 

We consider our legal branch a medium of future 
harmony because so careful an examination of the merits 
of proposed petitions is given in advance that the ship- 
per takes no steps without a valid reason, and the rail- 
Ways are not called to answer for insufficient cause. 
Our policy to first try for a satisfactory settlement with 
the carrier shows our wish to avoid acute contention. 
All claims submitted are carefully investigated and ship- 
pers fully informed as to their status legally before any 
further steps are taken. 


Takes Jurisdiction Over Phones 





Albany, N. Y., September 9.—Under an act passed 
by the last legislature, the public service commission 
for the second district, the first of the month, assumed 
jurisdiction over telephone and telegraph companies 
operating within the state. 

The law provides that all telephone companies, cor- 
porations, associations, partnerships or persons owning 
or operating any telephone line in the state for profit 
whose property is valued in excess of $10,000 will be 
subject to the supervision of the commission. Com- 
plaints may be made to the board by a party aggrieved 
as to rates, rentals and service; the commission may 
also undertake investigations on its own initiative and 
has the power to order necessary changes and repairs. 
All franchises and privileges hereafter to be granted 
must be approved by the commission before they can 
be lawfully exercised, 
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EASTERN RATE HEARING ON 


Carriers Begin Defense of Proposed Increases in 
;, Official Classification Territory—James Con- 
ducts Searching Cross-Examination 








(Special Correspondence to The Traffic World.) 

New York, September 7.—Before a body of shippers and 
railroad men too large for the rooms of the New York 
board of trade and transportation in which it was orig- 
inally intended that the hearings should be held, the east- 
ern end of the freight rate investigation opened this after- 
noon in the Astor gallery of the Waldorf-Astoria hotel. 
Special Examiners George N. Brown and C. R. Hillyer, for 
the Interstate Commerce Commission, presided, and the 
shippers were represented by much the same counsel as in 
the Chicago hearings, while for the railroads there ap- 
peared the principal counsel for most of the leading roads 
lying “between the Atlantic seaboard and the Mississippi, 
and north of the Potomac and the Ohio.” 

Changing their policy from that pursued at Chicago, 
the railroads began, not with their presidents and leading 
representatives, but with their statisticians and account- 
ants. They announced that it was their purpose to prove, 
in the main, two things, namely, that there had been a con- 
siderable increase in wages and that the proposed increase 
in freight rates was not sufficient to meet this increase. 
Their case was put forward first through Clyde Brown, 
chief counsel for the New York Central lines, and was sup- 
ported by a series of witnesses for the different roads, who 
were questioned by the attorneys representing those roads. 

The attorneys for the shippers, on the other hand, 
stuck closely to their Chicago policy and insisted upon ex- 
amining with great minuteness all the railroad estimates 
and accounts, and upon spreading upon the minutes of the 
hearings all possible matter relating to the relationship 
between the passenger and freight wages as distinguished 
one from the other, the relationship between freight rev- 
enue and operating costs, the relationship between capital 
ization, debt, costs of operation, costs of material, divi- 
dends, surplus and the like. Francis B. James of Cincin- 
nati, representing the Shippers’ association and the Na- 
tional Industrial Traffic league, took the lead in the cross- 
examinations, and he was actively followed by John H. 
Atwood of the same organizations, Louis D. Brandeis of 
the so-called seaboard organization of Atlantic shore com- 
mercial bodies, and Clifford Thorne, representing ‘he 
Farmers’ Cooperative concerns of Iowa. 

Examiner Brown made the same opening statemen', ! 
effect, that he had made at Chicago, to the effect that the 
examiners, on behalf of the Commission, were after ‘” 
facts, all the facts, and that there would be “no unnec: 
sary haste and no unnecessary delay.” And throughou! 
hearing Frank Lyon, the attorney for the Commission, })a!- 


mm 


ticipated with a view to getting the facts from both si'e5 
of the case clearly before the tribunal. 
Opening for the railroads, Clyde Brown submitied 4 


statement as follows: 

“On behalf of counsel representing the carriers !0 
terested in this proceeding, I wish to say that we shall 
begin the presentation of this case with the introductlon 
of evidence showing, first, the amounts of the increases 
in wages made or to be ‘made as a result of recetl 
agreements or arbitrations, and, second, the amounts of 
the increases in freight revenue which will be produced 
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by the application of the proposed increases in freight 
rates. 

“Estimates of these important items have been made 
by carriers operating 50,554 miles of railroad in the ter- 
ritory between the Atlantic seaboard and the Mississippi, 
north of the Potomac and Ohio rivers. These estimates 
are based upon records of actual traffic movement and 
actual payrolls. The combined figures aggregate in- 
creases in wages of approximately $34,700,000, and in- 
creases in freight traffic revenues of approximately $27,- 
000,000. The gross revenues from all freight traffic of 
the carriers making these estimates were, for the calen- 
dar year 1909, approximately $725,000,000. 

“The estimates of the individual carriers and the 
methods by which they were made will appear in the 
evidence about to be introduced.” 

Supplementing Mr. Brown, the following statement 
was given the press: 

“At the hearing to-day before Examiner Brown of 
the Interstate Commerce Commission, the railroads im 
Official Classification territory presented a consolidated 
statement showing the mileage of the roads represented, 
freight revenue for 1909 and estimated revenue at the 
new rates, with the increase resulting. The statement 
also shows the increase in wages, and the deficit when 
the wage increase alone is absorbed. 

“Official Classification territory covers that section 
of the country east of St. Louis and Chicago, and north 
of the Ohio river, including all of New England. The 
railroads in this territory serve more than two-thirds 
of the population of the entire country. 

“The railroads’ statement follows: 


MilOREE | Chireuteee ches 6 occ tebe - 0c baknetn st 50,554 
Freie eee, SUE ac be ws oerem amen chaeccs $742,327,785 
Estimated revenue at new rates............. 769,355,230 
Net increase in freight revenue............. 27,031,445 
ENCTORDE TUES So hs coh hos oenbsacvcees sein 34,756,519 
Net deficit 


Pett ch Ban > ope bine oo hie Ae he wale 7,725,075 

Pursuant to Mr. Brown’s announcement, the ,rail- 
roads began their case by introducing testimony from 
an individual road, the Baltimore & Ohio. The testi- 
mony was from James T, Leary, auditor of the system. 
Epitomized from the complete transcript of the hearings, 
as specially prepared for Tur TRAFFIC WorLD, Mr. 
Leary’s testimony, as drawn out by Mr. Hugh J. Bond, 
chief counsel for the road, was as follows: 

The gross revenues from all freight traffic of the 
railroads included in the B. & O. system for the calendar 
year 1909 was $62,753,185, the mileage included being 
approximately 4,460. The increase in wages, granted 
during 1910, if applied to the expenditures of the road 
for the whole year 1909, would amount to $2,070,233. 
And the inerease in freight rates, as proposed prior to 
the suspension of such increase in connection with this 
hearing, would have amounted for the same period to 
>“,308,107. The latter estimate has been arrived at 
through taking the whole traffic for two weeks in Octo- 
ber and two weeks in February, the heaviest and light- 
est traffic months, respectively, and computing the prob- 
able increase for the whole year 1910 on the average 
traffic thus obtained. 

On cross-examination, Mr. James, opening for the 
Shippers, at once asked whether Mr. Leary had separated 
the estimates of wage increase and freight earnings for 
the constituent roads of the system, and found that such 
Separation had not been made. He then inquired and 
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learned that Mr. Leary was familiar with all accounts 
relating to capital stock, fixed charges, operating revenue 
and expenses, net operating revenue, income, outside 
operations, stocks and securities held in ether companies, 
and proceeded to ask questions bearing upon these mat- 
ters. 

He sought particularly to bring the figures offered by 
the railroad from 1909 down to 1910 and Mr. Leary prom- 
ised, with consent of Counsel Bond, to submit at a later 
date the unedited figures as prepared for submission to 
the board of directors. There was some objection to this 
as tending to require publication of accounts before the 
same were ready for rendering, and Examiner Brown indi- 
cated that it would not be fair to ask the road to make a 
premature announcement of its business. But agreement 
was finally reached between shippers and railroad counsel 
whereby the “unedited” totals for the fiscal year ending 
June 30, 1910, would be submitted for consideration. 

Mr. James thereupon drew from the witness that while 
the freight revenue increases, as estimated, applied solely 
to freight traffic, the wage estimates applied both to freight 
and passenger business. And this point was emphasized 
further on by other representatives of the shippers. Mr. 
Leary eventually agreed to produce statements showing the 
wage increase as applied to each department separately. 

Inquiring as to the basis of the freight estimates, Mr. 
James brought out that the witness had used the earnings 
and not the tonnage as the basis of his calculations, “‘irre- 
spective of whether it was class tonnage or commodity 
rates.” And thereafter he also brought out that there had 
been no separation of passenger from freight business “in 
the matter of expense,” no separation between state and 
interstate traffic, and no distinction between tonnage and 
revenue. 

Mr. James then shifted the point of his questioning to 
the matter of density of traffic, and asked Mr. Leary if he 
knew “that there had been a normal increase in tonnage 
and density of traffic in the last ten years.’”’ The witness 
replying in the affirmative, Mr.“Leary was asked: 

“You have entirely eliminated that element?” 

Mr. Leary replied that he had, and Mr. James pro- 
ceeded to ask if it would not be possible for the railroad to 
make compilations for several years past, taking this in- 
crease in density of traffic into consideration. Mr. Leary’s 
reply was that it would be an extremely costly undertaking. 
Said he: 

“We worked 275 to 300 men night and day for six 
weeks to get this statement up.” 

Mr. James pressed his point and secured the witness’ 
consent to submit some general] estimates. 

Again shifting his line of attack, Mr. James turned to 
the question of the time when the estimates submitted by 
the railroads were first prepared and learned that the fig- 
ures as to increase of labor costs were only asked for after 
the increase of freight rates had been determined upon. 
There had been no effort made, so far as Mr. Leary knew, 
to determine before hand any relationship between en- 
forced wage advances and proposed freight advances. No 
officer of the traffic department had come to him for dis- 
cussion of that subject. It was only in June of the current 
year that he had been asked by the vice-president, Mr. 
Randolph, to prepare the figures in question. 

“Mr. Randolph did not make any request of you (as to 
the freight increases likely to be necessitated to cover the 
wage increase) at the time he formulated the tariffs?” 
asked Mr. James. 

“No,” replied Mr. Leary. 






















































































“The man on whom the duty would naturally devolve,” 
asked Mr. James, “of working out the probable amount of 
revenue required to meet the probable increase expenditure 
by increase of wages would be you, would it not?” 

Mr. Leary replied that it would be “the accounting 
department.” He also stated that he had prepared the data 
submitted by him with the presumption that they would 
be used for the justification of the freight rate increase, 
although he had not been told by Mr. Randolph until July, 
one month after he began work on the figures, that that 
was their specific purpose. 

Mr. James’ next line of inquiry was as to the disposi- 
tion of the difference between the amount expected to be 
realized by the increase of freight rates and the added 
cost due to the increased wages, the difference being 
about 15 per cent in favor of the road. Mr. Leary stated 
that the $238,000 difference would be used “to improve the 
road,” but denied that he had further specific knowledge 
of the details. Mr. James then asked if there had not 
been a change in the cost of materials, as there had been 
in the cost of wages, and insisted that the road submit de- 
tailed showings in this line. The witness pled inability to 
recall and impracticability of furnishing the details from 
the records of the company. But Mr. James pressed his 
point. A little later he requested that the contracts bear- 
ing upon the materials furnished be also presented to the 
Commission so that their genuineness and reasonability 
could be determined. 

Counsel for the railroad objected to this as immaterial 
and unpractical, remarking that Mr. James’ inquiries 
seemed “foolish.” Examiner Brown at first inclined to rule 
with the railroads, but Mr. James called attention to the 
parallel of the Illinois Central and the examiner admitted 
the request, subject to limitation such as might be agreed 
upon between the counsel. 

Said Mr. James: “Instead of taking a concrete case 
before us, suppose this was the Illinois Central, would it 
not be very vital to the case to determine and ascertain 
from whom the Illinois Central got its material?’ Ex- 
panding his remarks, he insisted that the whole question of 
cost of material was germane to the inquiry. 

Examiner Brown, on consultation with Examiner Hillyer, 
ruled: “If the railroad. will introduce a statement as to 
how much more material costs (than previously), and what 
they paid during the year (now in question), you can by a 
very easy mathematica] computation find out whether there 
is any striking difference, and if it seems important we can 
enter into it; but in the first place, I think the showing of 
the amount of increased cost is sufficient.” 

Mr. James declined to waive “the right to ascertain 
later from whom they purchased the material.” 

Subsequent to the hearing for the day the counse] of 
both sides agreed upon certain lines of data to be presented 
and fixed the period to be covered in the comparison at 
1905 to 1910. 

Following Mr. Leary, the Pennsylvania lines put on 
the stand W. B. Stracker, accountant in the office of 
the auditor of disbursements; Frank C. Hoff, accountant 
to the general manager, and John F. Reynolds, auditor of 
merchandise freight receipts, all for the lines east of 
Pittsburg and Erie. 

Mr. Stracker testified that the wage increase of 8.15 
per cent, which wWas the average made in 1910, if applied 
to the total wage expenditures of 1909, would have in- 
creased that total by $7,096,047. Mr. Hoff confirmed 
these figures and showed the method by which the com- 
putation had been made. 
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New York, September 8.—[Special.]—The second 
day’s session of the above hearings opened at 10 o'clock 
in the same place, Auditor John F. Reynolds of the Penn. 
sylvania lines east of Pittsburg being still on the stand. 
His testimony bore exclusively on the merchandise 
freight traffic, excluding the coal, coke and ore. His 
calculations had been made for select periods taken 
from six weeks in six different months and six days in 
those weeks. He estimated that the proposed increases 
of rates, affecting a total of $72,304,637, would amount 
to $3,064,579. He was cross-examined at some length. 
but as his information did not bear upon the more gen 
eral financial problems of the road, the examination was 
made less searching than that of others. 

Following Mr. Reynolds, the Pennsylvania lines west 
of Pittsburg put on various representatives and account- 
ants to present similar statistics as to wage increases 
and their relationship to freight rate revenue increases 
Counsel for the shippers objected strongly to the 
striction of the railroad evidence to these two matters 
and insisted upon their right to go into the broader ques- 
tions indicated in the cross-examination of Mr. Leary 
of the Baltimore & Ohio. But the railroads refused to 
depart from their marked out course, and the examiners 
sustained them in their attitude, pointing out that it was 
“up to them” to prove their case, and that if they did 
not do so by reason of any restriction of evidence, the 
loss was their own. 

There were present on behalf of the shippers the 
following: 

Ward W. Pierson and Frank L. Neal for various 
commercial and shipping interests of Philadelphia; T. C. 
Spelling for Freightpayers’ League of the United States; 
F. W. Boltz, traffic manager, and C. D. Chamberlain, 
secretary, for National Petroleum association; H. R. 
Small, counsel, P. W. Coyle, traffic commissioner, and 
A. F. Verson, assistant commissioner, Business Men's 
League of St. Louis; Richard James Donovan for Doug- 
las Shoe company and others; Baldwin, Wadhams, Bacon 
& Fisher, counsel for numerous live stock and dressed 
meat shippers. Louis D. Brandeis, counsel for the so- 
called Seaboard Organization of various commercial con 
cerns, including the New York State Chamber of Com- 
merce, the New York Merchants’ association, the Boston 
Chamber of Commerce and others; D. O. Ives, chairman 
of the traffic committee, eastern commercial organiza- 
tions, including the Philadelphia Chamber of Commerce, 
the Baltimore Merchants’ and Manufacturers’ association, 
New England Shoe and Leather association and many 
other concerns, and Francis B. James and John H. At- 
wood, general counsel Shippers’ association and the 
National Industrial Traffic league. 

For the railroads,-the following were formally en- 
tered: 

C. C. McCain, Trunk Line association; Edgar J. 
Rich, general solicitor of Boston & Maine and Maine 
Central; Hugh L. Bond Jr., general counsel, Baltimore 
& Ohio; Harris, Havens, Beach & Harris, attorneys for 
Buffalo, Rochester & Pittsburg railway; E. A. Niel, traf 
fic manager, Buffalo & Susquehanna; M. R. Waite, sen 
eral solicitor, C. H. & D.; H. T. Wickham, vice-president 
and general counsel, C. & O.; Jackson E. Reynolds, ©<e! 
eral attorney, Central of New Jersey; C. E. Dewey, s°™ 
eral freight agent, Central Vermont; W. S. Opdyke, 
general counsel, Delaware & Hudson; Wm. 8. Jenucy, 
vice-president and general counsel, D. L. & W.; H. A: 
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Taylor, assistant general solicitor, Erie and others; 
Kretzinger, Rooney & Kretzinger, attorneys, Grand 
Trunk; John Pullen, assistant freight traffic manager, 
Grand Trunk; John F. Wilson, solicitor, Hocking Valley; 
Jas. C. Jeffery, interstate commerce attorney for Missouri 
Pacific, etc.; E. H. Boles, for Lehigh Valley; O. E. But- 
terfield, assistant general solicitor, New York Central, 
and appearing for M. R. Waite, general solicitor, C. H. 
& D., and for attorneys for the Buffalo, Rochester & 
Pittsburg; Clyde Brown, general solicitor, New York 
Central lines; John B. Kerr, vice-president and general 
counsel, New York, Ontario & Western; Jos. I. Doran, 
eeneral counsel, Norfolk & Western; Francis I. Gowen, 
solicitor, and Geo. Stuart Patterson, assistant, 
Pennsylvania railroad system; A. P. Burgwin, assistant 
general counsel, Pennsylvania lines. 


To Certify Export Lading Bills 


New York, September 9.—Cotton-carrying railroads 
have agreed upon a plan of attaching to all negotiable 
export bills of lading a certificate stating that the agent 
signing the bill is the properly accredited representative 
of the issuing carrier. By this plan, it is hoped to put 
the frauds that stirred up such dissensions 
carriers, bankers and shippers earlier in the 


general 





an end to 
between 
year. 

The plan originated with the American Bank- 
ers’ association. The bill of lading, in addition to its 
will carry the number of the signature 
issued in connection with it. In filling out 
this certificate, the agent of the carrier is also expected 
to keep a record of the number, date and quantity of 
cotton called for by the bill and to certify and stamp 
the record partly on the bill of lading and partly on the 
certificate to prevent either being tampered with after 
the agent’s possession. The certificates are 
issued in book form, with original, duplicate and stubs, 
consecutively numbered. The certificate must be at- 
tached to the bill and accompany it from the shipping 
point. On the date of issue, the agent is supposed to 
the duplicate certificate to the accounting de- 
partment of the road, accompanied by a non-negotiable 
copy of the bill of lading. Agents have been instructed 
to sign no bills until the lading called for is in the 
of the railway company. 

While the arrangement does not meet with the full 
approval of English bankers, it was thought, at the time 
the plan was made public, that the financial houses 
across the water would agree to the scheme. The Brit- 
ish bankers have been persistent in their demands that, 
in place of a railroad guarantee, there be a comprehen- 
sive validation by the American banks handling the ne- 
gotiable bills. On the other hand, the American bankers 
have contended no such responsibility rests with them, 
and that for them to examine every one of the thou 
Sands of bills passing through their hands with a view 
to guaranteeing them would be an impossibility. 
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MUST BEAR LOADING CHARGES. 


\ustin, Tex., September 9.—The state railroad com- 
mission has denied the request of the railroads that they 
be relieved from loading and unloading charges on rec- 
ognized carload freight at Texas ports pending a hearing 
on the subject by the commission. 
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WESTERN HEARING ADJOURNED 


Further Investigation into Commodity Rates Goes 
Over for Two Weeks—Shippers Appeal to Taft 








With the conclusion of the evidence put in by the 
Wabash railroad last Saturday morning, the investigation 
into advanced commodity rates in Western Trunk Line, 
Trans-Missouri and Illinois Freight committee territories 
was adjourned until September 19. 


Wabash Begins Its Case. 


Henry Miller, vice-president and general manager of 
the Wabash railroad, was called as the first witness to 
justify that line’s right to higher revenue late last Friday 
afternoon. 

“Since you have been with the Wabash, have you 
had earnings sufficient to enable you to keep the prop- 
erty as it should have been?” asked N. S. Brown, gen- 
eral attorney. 

“I think not.” 

“In what way?” 

Mr. Miller stated that income had been sufficient to 
provide for maintenance of way and equipment, but 
made no provision for replacement. No passenger cars 
had been added to the company’s equipment since 1904, 
no frefght since 1907. One hundred locomotives have 
been scrapped since 1905 and 150 added to the equip- 
ment. 

He stated that the road had wanted to build second 
and passing tracks, rebuild their bridges, introduce steel 
equipment, signaling apparatus. Second track needs were 
given as 488 miles between St. Louis and Detroit: 200 
miles more between St. Louis and Chicago, and 100 
miles between St. Louis and Kansas City. 

A statement showing in detail the list of increases 
in wages to various classes of employes since October 1, 
1903, was ‘filed as an exhibit for the company. The total 
increases shown on this table amounted to $1,867,154. 
These advances affected 16 classes of employes. In ad- 
dition, Mr. Miller stated he was aware of several de- 
mands in the near future. 

An exhibit 


showing increased cost on account of 


safety appliances law was filed. For the period 1904- 
1910, the total increase due to the application of air 
brakes to freight cars was said to be $64,232.19: the 


application, during 1909-10, of the self-dumping ashpans 
to locomotives, $26,956.55; applying grab-irons, 
same period, $1,045; labor, for 
$90,000. 


ete., to 
locomotives, 


$138,600; grab-irons 
was $320,833.74. 


inspection, 
to cars, The grand total 

Witness stated that the substitution of the automatic 
coupler for the link and pin has brought about rougher 
handling of freight, with the 
damage claims. Likewise, greater dam- 
age to the equipment. 

Examiner Brown interrupted with the inquiry as to 
whether the impact necessary to couple automatically 
was greater than under the old link and pin. Mr. Miller 
replied in the negative, admitting that the increase in 
damage was due to carelessness. 

A statement was submitted 
creased account 
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ances between 1904-1910 was $50,000. For the increased 
cost due to hours of service law, it was estimated that 
the advance was $175,000 per year; the full-crew law, 
from 1907 to 1910, $50,000. 

Freight claims, according to another exhibit, have 
increased out of proportion to the increase in gross 
freight earnings. In 1899, gross freight earnings were 
$9,212,691.70; loss and damage claims, $36,328.29, and the 
rate per $1,000 earnings, $3.94. 

On the other hand, in 1910, gross freight earnings 
had increased to $19,473,372.61, loss and damage freight 
claims to $512,892.31, and the rate per $1,000 freight 
earnings to $26.34. In this connection, Examiner Hillyer 
called on the road to furnish a statement showing the 
number of claims, so that it might be seen whether the 
large increase in the ratio of the claims paid to the 
increase in gross freight earnings was due to large 
claims being paid a few shippers or whether the num- 
ber of claimants had increased. 

Personal injuries jumped from $90,832.38 for the year 
ending June 30, 1901, to $392,454.96. 


INCOME ACCOUNT, APRIL-JULY, INCLUSIVE. 














Item— 1909. 1910. Increase. 
Total operating revenue...... $8,746,295.48 $9,272,412.37 $526,116.89 
Total operating expenses..... 6,530,632.30 7,336,182.30 805,550.00 

, is 

Net operating income....$2,215,663.18 $1,936,230.07 *279,433.11 
TOMBS © 2 owosiac cwesivcscoeccorve 261,700.19 294,789.48 33,089.29 

Operating income ....... $1,953,962.99 $1,641,440.59 *312,522.40 
Interest and income from inv. 209,460.00 42,063.33 *167,396.67 
Rentals and miscellaneous... 209,171.64 266,629.13 17,457.49 

Total income ............$2,372,594.63 $1,910,133.05 *467,461.58 
pi eer ate re 2,612,729.19 2,911,779.81 299,050.62 

NOT Cabccvecnssdberipene $ 240,134.56 $1,001,646.76 761,521.20 





*Decrease. 


It was estimated that the proposed increase in com- 
modity rates would bring the Wabash $50,000 additional 
annual revenue. 

Witness was asked if the increase under the pro- 
posed rates would be sufficient to cover necessary de- 
mands. He answered that it would not be a drop in 
the bucket. 

Attorney Lyon asked the witness what he thought 
the value of his road. Mr. Miller replied that he had 
never made any physical valuation and that he did not 
wish to express an opinion as to the worth of the road. 
He was asked to compare them with the Santa Fe or 
Rock Island; he replied that a fair comparison could 
not be made on this basis, that the Wabash largely 
operated between more important trade centers, and 
that the terminals in the cities reached by his line were 
more expensive. 

“Then you think your line more valuable than the 
Santa Fe or Rock Island?” asked Mr. Lyon. 

“Yes,” admitted the witness. 

“There is only one salvation for the Wabash—that 
is, increased rates,” declared Mr. Miller a few minutes 
later. 

“What rates are wrong?” asked Mr. Cowan. 

“Rates east of the Mississippi river.” 

“State or interstate?” 

“All too low.” 

“Passenger rates, too?” 

Te 

‘Tf you had the same traffic as the Santa Fe you'd 
all right?” 
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“If we had the Santa Fe’s average per ton mile 
earnings, we’d be happy.” 

Mr. Atwood cross-examined the witness at length as 
to the length of time the Wabash shops were running at 
less than full time. 

E. J. Tobin, auditor of the Wabash, was the only 
witness put on the stand Saturday morning. Mr. Tobin 
subinitted a statement showing the increased cost of 
preparing and posting tariffs as required by the Inte) 
state Commerce Commission. A summary showed the 
following increase: 


vp MERE Ce eee ER CeCe Te ETT eT eee 77 
1910 37, 54¢ 


Payroll and rent increased in the five years $11, 
512.32; printing, $51,337.81; filing and posting, $4,018.56. 
Additional expenses, tariff cabinets and signs, were 
$4,058.74. 

Examiner Hillyer wanted to know just what 
centage of this increase could be attributed to the opera 
tion of the law itself. He replied that he had not fig 
ured the matter in percentages. 

Taxes, 1900-1910, increased from $567,327.22 to $974, 
960.03. In this last year, $123,636.44 was added for the 
reason that taxes on rented property prior to July 1, 
1907, were charged to taxes, but under present account 
ing rules is now charged to rentals. This addition was 
therefore made to show the increase on the same basis 
as used in the figures prior to that time. It was stated, 
however, that in that time mileage had also increased 
somewhat. 

An exhibit showing the income account for the fiscal 
years 1905 to 1910, inclusive, was also filed. This 
vealed the following: 


Deficit. Surplus 
REE wot e te SCO see CORE bss dws ae dk.ye $1,459,372.39 
LA iis Bk oe bY wens boats taeae ek ook ira s.caamenee $509,332.79 
Dd 5 teiednre ao cia 6 alee CH SEs ee we oe ade tae Cktvese t's $61,664.S 
DE: citearccew Le pace wad vss b.e0 se RGt ONE Mer Ge ee ca een 216,866.44 
Die etn Ge bes & bhiebey dhe J pew 6 edna 159,259.43 
BO GES wean c tvess abe Pieces sh OWED Es ie SLe ehee charts 15,7 


During this period no dividends were paid. 

A supplementary exhibit showing the amounis (¢: 
ducted from operating expenses and added to income 
charges follows: 





Hire of Additions and 
Equipment. Betterments. Total. 
DE: +t tnebihenad<istcaeon $ 582,278.22 $ 241,193.31 $ 823,471.5 
og ET eas Pee ree eee 592,253.72 1,047,922.34 1,640,176 
WEE. « Entrees uaewboawebeka 619,564.40 331,451.15 951,015.55 
$1,794,096.34 $1,620,566.80 $3,414,663.14 


Mr. Lyon then took up a cross-examination of the 
witness on the exhibits submitted. 

It was brought out by Attorney Lyon that the book 
value of the property had largely increased during the 
period shown by the exhibits, which would in a measure 
account for at least part of the increase in taxes, as 
Examiner Hillyer had previously developed the fact that 
the taxes were largely on personal property. 

Mr. Atwood asked if any of the rentals shown in the 
exhibits had any connection with the Wabash Pittsburg 
Terminal company. Witness answered that they had not. 

Counsel then wanted to know whether the Wabash 
did not have a controlling interest in the terminal com- 
pany and the latter control the Wheeling & Lake Erie. 
Witness replied that he did not know. 

Mr. Atwood announced that shippers would acce] 
Rock Island’s cffer to give them the right to examin 
certain of the books of the railroad. Mr. Hillman, 
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September 10, 1910 


countant for the shippers, will have charge of the work. 
The hearing then adjourned until September 19. 
The Illinois Central will be the first road to present 
its case when the hearing is resumed. 


The fag end of the first hearing was enlivened by 
several incidents not on the docket. First in impor- 
tance came the denial by Commissioner Prouty, who 
stopped off at Chicago on his way west, that the Com- 
mission had imputed or intended to challenge the accu- 
racy of the exhibits put in by the railroads, denying 
absolutely the responsibility for the press despatch 
which provoked the Santa Fe earlier in the week and 
which purported to be based on information received 
from the Commission and intimating manipulation and 
juggling of accounts, 

An endeavor was also apparently made by some to 
make capital out of a supposititious schism between the 
examiners and the attorney for the Commission, Mr. 
Lyon. While it is true that the attitude of the attorney 
on cross-examination did lead to complaint being made 
by some of the railroad lawyers, Examiner Hillyer stated 
emphatically’ that both Mr. Brown and himself were 
satisfied with the manner in which Mr. Lyon was han- 
dling his end of the case, and that they had decided 
to ignore the complaints made and had practically told 
the complaining lawyers so. Further than this, it was 
felt by some that criticism of Mr. Lyon at this time 
was very inopportune, as to prejudge him from his 
cross-examination of the carrier’s witnesses without 
knowing whether he would be as searching in the ques- 
tions he put to the shippers when they were on the 
stand was unfair. 

The situation has been further complicated by the 
action of the Illinois Manufacturers’ association. Satur- 
day a wire was sent to President Taft asking that the 
full Commission be instructed to take evidence in these 
hearings. It was specifically stated, however, that this 
request was in no way intended as a reflection on the 


manner in which Examiners Brown and Hillyer had . 


been conducting the case. To this the president replied 
that he had full confidence in the work being done by 
the Commission under the leadership of Chairman Knapp 
and was not disposed to interfere with the Commission’s 
arrangements. 

In reply to this, the association wired: 

“Telegram received. We do not raise any question 
as to the ability or able leadership of Judge Knapp. 
We respectfully insist the Commission conduct the in- 
vestigation, both as to eastern and western territory, as 
was agreed when you ordered the injunction proceed- 
ings in the federal court dismissed. 

“We believe that the shippers and consumers of the 
country will be entirely satisfied with the reinstatement 
of the injunction case, and a trial on the issues therein 
raised, if you cannot see your way clear to direct the 
Commission to sit personally. 

‘Tilinois Manufacturers Association, 
“La Verne W. Noyes, President; 
“John M. Glenn, Secretary.” 


POSTPONES RENO RATE ORDER. 


Washington, D. C., September 9.—The Interstate 
Commerce Commission has issued an order postponing 
the effective date of its mandate in the Reno rate case, 
Railroad Commission of Nevada vs. Southern ‘Pacific 
et al., from October 1 to December 1, 1910. 
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DECISION OF COMMISSION 


Interstate Board Hands Down Rulingsin Contested 
Case 


Follows Ruling in Hillsdale Case 


OPINION NO. 1384 





No. 1139. 
(19 I. C. C. Rep., 386.) 
W. F. JACOBY AND ISAAC C. WEBER, TRADING AS W. 
F. JACOBY & CO., 


vs. 
PENNSYLVANIA RAILROAD COMPANY. 
No, 1111. 
CLARK BROTHERS COAL MINING COMPANY 
vs. 
SAME 


Submitted January 30, 1909. Decided March 7, 1910. 


1..The special allotment daily of 500 of its system coal cars to 
a particular operator for the purpose of supplying foreign 
steamships with coal found to be a discriminatory prac- 
tice so long as they were not counted against the rating 
of those mines during periods of car shortage. A like 
view expressed of the sale by the defendant of 1,000 of 
its coal cars to the same operator. 


2. Following Hillsdale Coal & Coke Co. vs. P. R. R. Co., ante, 
p. 556, defendant’s rules and regulations for the distribu- 


tion of coal cars during periods of car shortage found to 
be unlawful. 


Harry Boulton, John H. Minds, William A. Glasgow, Jr., 
and John William Hallahan, 3d, for W. F. Jacoby & Co. 

David L. Krebs for Clark Brothers Coal Mining com- 
pany. 

Francis I. Gowen and George V. Massey for defendant. 


Report of the Commission. 
HARLAN, Commissioner: 

The mines of the complainant in Hillsdale Coal & Coke 
Co. vs. P. R. R. Co., just disposed of (ante, p. 356), are 
located near the town of Glen Campbell, in Indiana county, 
in the state of Pennsylvania, on the Cush Creek branch of 
that part of the defendant’s Cambria and Clearfield divi- 
sion which extends northward from Cresson; and the chief 
competitor of that complainant has been D. E. Williams & 
Co., whose mines are in that district. In the above-entitled 
complaints the mines are in another mining district in the 
bituminous coal regions of Pennsylvania and on another 
part of the Cambria and Clearfield division of the de- 
fendant. They are located about nine miles west of 
Osceola Mills, in or near the town of Smoke Run, in 
Clearfield county, on what is known as the defendant’s 
Moshannon branch, which, at Osceola Mills, joins its so- 
called Tyrone division extending northward from its junc- 
tion with the main line at Tyrone. Since October, 1905, 
the Clark Brothers Coal & Mining company has operated, 
under leases, three mines known as Falcon No. 2, No. 3, 
and No. 4. The largest and best equipped of these mines, 
Falcon No. 2, was operated prior to that time by the _peti- 
tioner, W. F, Jacoby & Co., which had taken over the lease 
of the mine in April, 1904. 

It is Falcon No. 2, and the period from April, 1904, to 
October, 1905, that are involved in the first of the above- 
entitled complaints. That mine is said to be one of the 
best equipped collieries in the district, and on April 1, 
1904, had an inventory valuation of $30,000. It is provided 
with an underground electric system for hauling its mine 
cars and with a first-class wooden tipple and a patent 
dump; it is also well supplied with mine ears and has 
ample switch-track facilities; and its grades favor the out 


stir amen gt = 

























movement of loaded mine cars. There are said to be from 
175 to 200 acres of solid coal in the three Falcon mines, 
varying in thickness from 2% to 5 feet; and in No. 2 mine 
there were, in 1904, about 100 acres of coal remaining, some 
30 acres having been mined prior to that time. The coal 
is accepted as a superior grade of steaming coal that is 
readily marketed in New England, New Jersey, New York, 
and Pennsylvania, being shipped all rail over the defend- 
ant’s lines to those points and also to tide water. 

It is not contende@ that there was any unfairness in the 
rating assigned to Falcon No. 2 during the period from 
April, 1904, to October, 1905, when it was being operated 
by the complainant, W. F. Jacoby & Co. The rating then 
given to it was 450 tons a day, and this the complainant in 
that case admits was a close approximation of its actual 
output capacity. It appears, however, that from October, 
1905, to May, 1907, when Falcon No. 2 was being operated 
by the Clark Brothers Coal & Mining company, the rated 
capacity credited to the three Falcon mines was nine cars 
of 315 tons for No, 2, one car or 35 net tons for No. 3, and 
two cars or 70 net tons for No. 4, making a total capacitr 
of 12 cars or 420 tons for the three mines. In April, 1907, 
these ratings were increased to 13 cars or 455 tons for 
Falcon No, 2, two cars or 70 tons for Falcon No. 3, and five 
cars or 175 tons for Falcon No. 4, making an aggregate 
capacity assigned to the three mines of 20 cars or 700 tons 
daily. The complainant in the second of these complaints, 
in support of the theory, advanced also in the Hillsdale 
Coal & Coke Co. vs. P. R. R. Co., ante, that commercial 
capacity ought to be eliminated, calls attention to the fact 
that the defendant in its answer admits that during the 
period in question the actual physica] capacity of the three 
Falcon mines was 709 tons, 144 tons, and 270 tons, respect- 
ively, or a total of 1,133 tons in all, which would require 
31.1 cars daily to move. On the other hand it is to be noted 
that the petitioner in the second complaint contends that 
the physical capacity of the three mines was only 600 tons, 
125 tons, and 300 tons, respectively, or 1,025 tons in the 
aggregate per day. Finally, it must be observed that 
neither of the petitioners made complaint to the defendant, 
at that time, of the ratings of these mines, and when finally 
they did complain the defendant accepted their engineer’s 
statement or estimate as to their actual working capacity. 
Under these circumstances, we see no substantial basis 
for any finding of discrimination against the complainants 
with respect to the defendant’s ratings of their mines. 

The damages sought to be recovered in the first of 
these complaints amount to $51,950.49 and in the second 
complaint to $36,901.13. Falcon No, 2 was purchased from 
the Penn Collieries company, in which W. F. Jacoby seems 
to have been interested. The transaction appears of record 
as a purchase, but it may have been a mere change of 
ownership on the basis of nominal values. Nevertheless, 
the record shows a purchase price of $25,000 and that W. 
F. Jacoby & Co. retained the mine until October, 1905, 
when they sold it for $32,500, or for $7,500 more than they 
paid for it. In the meantime they had mined 55,000 tons 
of coal and sold it apparently at a profit of about 30 cents 
a ton. Whether the mine could have been sold so well if 
more coal had been taken out of it by the complainant is 
a question as to which it is difficult to arrive at any satis- 
factory conclusion. It is to be noted, however, that the 
complainant claims to have had actual orders for a sub- 
stantial portion of the output capacity of Falcon No. 2. 

As we understand these cases, the substantial points 
upon which discrimination may be predicated are as fol- 
lows: 
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There are a number of mines on the Moshannon branch 
of the defendant that are owned by other operators, but in 
this connection it will suffice to mention only the six mines 
operated by or for the Berwind-White Coal Mining com- 
pany, one of which, known as Eureka No, 27, immediately 
adjoins the complainant’s Falcon No. 2. The same “D” 
coal vein is worked in these two mines. The quality of 
the coal is therefore the same and it is claimed that the 
capacities of the two mines were substantially the same at 
the period involved in the first of these two complaints. 
Falcon No. 2 is said in fact to have been better equipped, 
and if this was the case it would seem to have had an 
advantage over its neighbor if it had been placed on an 


‘ equal footing in the matter of car supply. 


But neither Falcon No. 2 nor the mines of the com- 
plainant, the Clark Brothers Coal & Mining company, was 
placed on an equal footing with the mines of the Berwiad- 
White Coal Mining company in the matter of the distribu- 
tion of the defendant’s available coal-car equipment during 
the period of the actions. 

During the years 1902, 1903, and 1904 the employes of 
the defendant that were in charge of the distribution of 
coal-car equipment had special orders for giving to the 
Berwind-White Coal Mining company a special allotment 
of 500 cars daily. That company had contracts for supply- 
ing coal for certain steamships sailing from New York 
harbor. Complaint had been made that these steamers 
were frequently delayed because of a lack of coal, and the 
defendant felt that it was warranted in making that special 
arrangement with the coal mines that had undertaken to 
supply them with fuel. This preference was the occasion 
of comment by the Commission in its report in the coal 
and oil investigation. Few, if any, of these specially as- 
signed cars reached the Berwind-White mines in this par- 
ticular mining district, and therefore it is difficult to de- 
termine to just what extent these complainants were 
prejudiced by that preference of a competing company’s 
operations in another district; nevertheless, it was in- 
equitable in principle and undoubtedly so to some extent 
at least in its results, and we see no grounds upon which 
it can be justified by the Commission. On the contrary, 
it must be condemned in strong terms as an undue prefer- 
ence of one company and district and an undue discrimina- 
tion against coal operations in another district. 

Another point also mentioned in our report in the coal 
and oil investigation just referred to is that 1,000 of the 
defendant’s own system coal cars were sold by the de- 
fendant to and were thus made available by the Berwind- 
White company. The defendant to that extent diminished 
its capacity to supply the coal-car requirements of other 
coal operations upon its lines. While the right, as a legal 
proposition, of an interstate carrier to sell its equipment 
has not been discussed before us in these cases, and there- 
fore will not be considered in this report, the least that 
can be said of that transaction is that it indicates a desire 
on the part of the defendant at that time to forward the 
interests of a particular company at the expense of its com- 
petitors. 

It is established with reasonable clearness on the rec- 
ord that the Berwind-White mines during the years 1906 
and 1907, as well as to a period immediately preceding 
those dates, were daily in receipt of coal cars in large num- 
bers and were therefore kept in operation almost contin- 
uously while the complainants received an inadequate sup- 
ply and were not able, therefore, to run their mines to the 
best advantage. This difference is largely explained b) 
the fact that the Berwind-White Coal Mining company 
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owned a large number of private cars and also enjoyed 
contracts for supplying the defendant and its connection 
with coal. Under the rules of defendant, fully explained in 
Hillsdale Coal & Coke Co. vs. P. R. R. Co., ante, the owner- 
ship of such private cars and the enjoyment of these con- 
tracts resulted in the special allotment to the mines of 
that company of these so-called assigned cars. For the 
reasons explained at some length in that case those rules 
operated as an undue discrimination against these com- 
plainants, and we so find. But for the present and for the 
reasons there explained we shall limit our order to a find- 
ing that in the several respects here mentioned the de- 
fendant was guilty of a discrimination against these com- 
plainants, leaving for determination after further argument 
the question of the extent to which the complainants may 
have been damaged theraby. 

An order will be entered in accordance with these con- 
clusions. 





ORDERS. 

At a general session of the Interstate Commerce Com- 
mission, held at its office in Washington, D. C., on the 7th 
day of March, A. D. 1910. 

Present: Martin A. Knapp, Judson C. Clements, 
Charles A. Prouty, Francis M. Cockrell, Franklin K. Lane, 
Edgar E. Clark, James S. Harlan, Commissioners. 

No. 1139. 
W. F. JACOBY AND ISAAC C. WEBER, TRADING AS W. 
F. JACOBY & CO., 


Vs. 
THE PENNSYLVANIA RAILROAD COMPANY 
No. 1111. 
CLARK BROTHERS COAL MINING COMPANY 
vs. 
SAME. 


These cases being at issue upon complaints and an- 
swers on file, and having been duly heard and submitted 
by the parties, and full investigation of the matters and 
things involved having been had, and the Commission hav- 
ing, on the date hereof, made and filed a report containing 
its conclusions thereon, which said report is made a part 
hereof; and it appearing that it is and has been the de- 
fendant’s rule, regulation, and practice, in distributing coal 
cars among the various coal operators on its lines for inter- 
state shipments during percentage periods, to deduct the 
capacity in tons of foreign railway fuel cars, private cars, 
and system fuel cars, in the record herein referred to as 
“assigned cars,” from the rated capacity in tons of the par- 
ticular mine receiving such cars and to regard the re- 
mainder as the rated capacity of that mine in the distribu- 
tion of all “unassigned” cars: 

It is ordered, That the said rule, regulation, and prac- 
tice of the defendant in that behalf unduly discriminates 
against the complainants and other coal operators similarly 
situated and is in violation of the third section of the act 
to regulate commerce. 

It is further ordered, That the defendant be, and it is 
hereby, notified and required, on or before the 1st day of 
November, 1910, to cease and desist from said practice and 
to abstain from maintaining and enforcing its pres- 
ent rules and regulations in that regard and to 
cease and desist from any practice and to ab- 
Stain from maintaining any rule or regulation that does 
not require it to count all such assigned cars against 
the regular rated capacity of the particular mine or mines 
receiving such cars in the same manner and to the same 
extent and on the same basis as unassigned cars are 
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counted against, the rated capacity of the mines receiving 
them. 

And it is further ordered, That the question of the dam- 
ages claimed by the complainants in these proceedings in 
respect of the matters and things in said report found to 
be discriminatory be deferred pending further argument in 
the premises. 


Modifies Express Rate Order 


As a result of the conferences between officials of 
the Wells-Fargo Express and the Oregon railroad com- 
mission, the railroad board has modified its order re- 
ducing the intrastate transportation charges of that 
company. The principal change made by this modifica- 
tion is in the elimination of reductions in short-haul 
charges, no cut being made on any charge up to and 
including 60 cents, 

The original findings of fact and order, as published 
in Tue TRAFFIC WorLpD for August 20, 1910, were orig- 
inally promulgated in July, but the effectuation of the 
order was postponed in order to give the defendant an 
opportunity for presenting its objections to the reduc- 
tions to the commission. August 25 a conference was 
held at Salem, Ore., between the commissioners and 
C. W. Stockton, chief counsel, and J. D. Ludlow, traffic 
Manager of Wells, Fargo & Co. This conference was 
continued in Portland on the following day. An agree- 
ment as to the extent to which the order should be 
modified was reached and it was further agreed that 
the new rates should become effective October 1. 

The express company estimates that the reductions 
ordered by the commission under the modified mandate 
will approximate 16 per cent, but the reduction in the 
earnings of the company will not amount to this per- 
centage. One of the principal factors on the determina- 
tion of the Oregon rates was the fact that the express 
privileges over the Southern Pacific company’s lines 
amount to but 40 per cent of the gross income. 

Subject to a few minor exceptions, the new mer- 
chandise rates are as follows: 

Where Mdse Rate Mdse. Rate Where Mdse. Rate Mdse. Rate 





per 100 Lbs. per 100 Lbs. per 100 Lbs. per 100 Lbs. 
Now Is Shall Be Now Is Shall Be 
$ .40 $ .40 1.90 1.65 
-50 .50 2.00 1.75 
.60 -60 2.10 1.80 
-70 -60 2.15 1.85 
-75 -65 2.25 1.90 
.80 -70 2.35 2.00 
.90 -80 2.50 2.10 
1.00 -90 2.75 2.25 
1.10 1.00 2.90 2.35 
1.20 1.05 3.00 2.40 
1.25 1.10 3.25 2.50 
1.30 1.15 3.50 2.60 
1.40 1.20 3.75 2.75 
1.50 1.30 ——— 
1.60 1.40 53.00 44.45 
1.75 1.55 100% 84% 
1.85 1.60 


TEXAS RAILROAD EARNINGS. 


Austin, Tex., September 9—The Texas railroad com- 
mission has made public a comparative statement showing 
the gross earnings and operating expenses of the Texas 
railroads for the fiscal year ended June 30, 1910, as com- 
pared with the previous year. The statement shows the 
gross earnings to be $94,340,162, an increase of $4,374,877, 
or, in other words, 4.57 per cent. The operating expenses 
were $72,216,024, an increase of $4,941,899, or 6.63 per cent. 
The income from operation was $22,124,138, a decrease of 
$115,022, or 52 per cent. 
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CANCELATIONS ARE SUSPENDED 


Interstate Commerce Commission Halts Withdrawal 
of Divisions from Tap Lines—Arkansas 
Sides with Logging Roads 








Washington, D. C., September 9.—By a special or- 
der issued last Saturday, the Interstate Commerce Com- 
mission has suspended tariffs of several southwestern 
roads canceling through rate arrangements with the 
originating or tap lines in the southwestern lumber belt. 
It is probable that similar action will be taken with 


respect to the other tariffs in which the trunk lines have: 


served notice that the tap lines can no longer be par- 
ties to through rates and divisions. 
The order of suspension follows: 


“Docket No. 3400—Sub. 7. 


“In the matter of the investigation and suspension 
of schedules canceling through rates on lumber with 
certain tap-line connections. 

“It appearing from the records of the Interstate 
Commerce Commission that there has been filed with 
the Commission schedules of rates by the Kansas City 
Southern Railway company, effective September 10, 1910, 
designated as Supplement 29 to I. C. C. No. 1722, and 
I. C. C. Nos. 2824, 2825, 2826 and 2827, and by the St. 
Louis & San Francisco Railroad company, effective Sep- 
tember 10, 1910, Supplement 71 to I. C. C. No, 5120, 
Supplement 84 to I. C. C. No. 5126, Supplement 48 to 
I. C. C. No. 5313, Supplement 2 to I. C. C. No. 6078, 
I. C. C. No. 6127, and Supplement 1 to I. C. C. No. 
6128, and by the Galveston, Harrisburg & San Antonio 
Railway company, effective September 10, 1910, Supple- 
ment il to I. C. C. No. 708, stating new individual or 
joint rates, fares or charges applicable on the articles 
named therein, which are in excess of the rates, fares 
or charges now in effect— 

“It is ordered, That the Commission, upon com- 
plaint, without formal pleading and without answer by 
the interested carriers, do enter upon a hearing con- 
cerning the propriety of’ such advances and the lawful- 
ness of the rates, fares or charges stated in said sched- 
ules, with a view to making such order in the premises 
as may, after full hearing, seem just and proper, and 
that such hearing be held at such time and place as 
may be hereafter fixed by the Commission. 

“The Commission being further of the opinion that, 
pending such hearing and decision of the Commission 
concerning the propriety of such rates, fares or charges, 
the operation of such schedules should be postponed for 
the reason that from a consideration of the character 
and amount ofthe advances and the circumstances un- 
der which they have been made it appears to the Com- 
mission there is sufficient ground for claiming that said 
advances are unlawful and that the rates, fares or 
charges established by said schedules are unjust and 
unreasonable, and therefore unlawful, and that the pub- 
lic interest requires that the operation of said sched- 
ules be deferred until sufficient time has been given for 
an investigation by this Commission. 

“It is further ordered, That the operation of the 
aforesaid schedules be suspended, and that the use of 
the rates, fares or charges therein specified be deferred 
until January 5, 1911. 

“It is further ordered, That the several carriers 


above named be and they are hereby made defendants 
to this proceeding, and that a copy of this order be 
forthwith served upon each of them.” 

In addition to this action, the Commission has also 
been appealed to in specific complaints. The courts 
have also been sought by the tap line owners in an 
endeavor to stave off the withdrawal of the through 
rate arrangements. As noted in another part of this 
issue, the United States District court at Fort Smith, 
Ark., has already issued a temporary injunction against 
the Rock Island, restraining it from abrogating its con- 
tractual arrangements with the Malvern & Freeo Valley 
road. 

Arkansas, through its state railroad commission, has 
joined with the lumber roads in protesting against an 
arbitrary cancelation of divisions. In a long petition to 
Chairman Knapp of the Interstate Commerce Commis- 
sion, the state board says: 

“The point we would especially desire to emphasize 
is that in the effort to punish those clearly guilty of 
using their incorporation (i. e., as common carriers) as 
a cloak to cover rebating, the innocent should not be 
confounded with the guilty. We respectfully urge that 
whether a certain line is entitled to any division and, 
if so, what percentage of division, is the question ulti- 
mately to be decided. But we think, inasmuch as the 
statutes and the conditions of these tap lines vary, that 
it should be determined in each instance what line is 
or is not entitled to such division, if any. We believe 
that, unless each case be examined separately and upon 
its own merits, great detriment will result to this state 
and to the timber producing sections of the southwest. 
Many railroads, relying upon conditions existing as to 
the division of freights, have been encouraged and 
enabled to build and equip railway lines, and these lines 
have, in many instances, developed into roads of great 
service to the commugities through which they pass. 
At least 50 per cent of the present railway mileage in 
the state of Arkansas came as the result of lumber 
manufacture and through the freight divisions then per- 
mitted, which enabled the road to be built and main- 
tained until the country became settled and improved 
and until farms were tilled and other commodities than 
timber procured for such roads. 

‘Tf a condition which resulted in the building of 
many miles of railroad, and under which immense sums 
of money have been invested should be suddenly 
changed, the result would not only be the preventing 
of railway extension in the timber sections of the state, 
but it means in many instances a practical confiscation 
of property. 

“Tap lines connecting with only one main line 
inevitably must be forced to sell to such line and at 
its own price. We, therefore, feel impelled, out of re- 
gard not merely for the lumber interests of Arkansas, 
but more especially for the general welfare and de- 
velopment of the entire state, to earnestly and respect- 
fully request that your body will, under the authority 
given you by law, suspend for a sufficient time to per 
mit of a thorough investigation in each case, the can- 
celation of all contracts subsisting in this state between 
main lines and tap lines. 

“This seems to us a reasonable request and will, if 
complied with, enable your body to differentiate fairly 
and distinctly between those contracts which are just 
and proper and those which are either cloaks for re 
bates or inequitable of themselves.” 
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ILLINOIS EXPRESS ORDER OUT 


State Railroad and Warehouse Commission Makes 
Public Findings on Intrastate Rates—Pre- 
scribes Maximum Charges 








Reductions ranging as high as 50 per cent from pres- 
ent rates are prescribed in the new schedule of maxi- 
mum intrastate charges for express companies promul- 
eated by the Illinois railroad and warehouse commission 
a few days ago. 

In making public the commission’s findings in the 
general investigation conducted by it, Chairman Berry 
said: 

“Express tariff number one, promulgated by the 
lilinois railroad and warehouse commission, effective 
October 15, 1910, will establish a uniform scale of maxi- 
mum rates on merchandise, forwarded by one express 
line over one line of railroad or a system of railroads 
under one ownership, management or control, thus re- 
moving great inequalities in such rates that are now 
in effect. The commission’s tariff does not provide a 
specific basis for making rates between points reached 
by one express company where two or more lines of 
railroad are used in handling the shipment. The mer- 
chandise rates between such points are now established, 
under which charges on packages weighing less than 
100 pounds will be considerably reduced under the com- 
mission’s maximum graduate scale. Before fixing a defi- 
nite basis of rating on such shipments the commission- 
ers will desire to hear from interested shippers and 
express companies on the question, with a view of estab- 
lishing a mutually satisfactory basis that will be fair 
and reasonable. 

“The commission has given a great deal of atten- 
tion to the matter of express rates, and so far as I am 
informed our commission is the first commission to un- 
dertake to issue an express tariff. It has been almost 
universal, if not entirely so, that commissions have sim- 
ply entered an order reducing the rates 10, 15 or 20 
per cent, as the case may be, while our tariff rates 
undertake not only to reduce the rates throughout the 
State and put them on an equal basis, but to equalize 
them as well. So far as I am informed our commission 
is the first commission to take up and make a graduate 
Scale for express companies. The great advantage and 
benefit of our tariff rate will be in the graduate scale 
rate made by the commission, inasmuch as it deals en- 
tirely with packages less than 100 pounds, and our re- 
duction is largely along that line, and it is a fact that 
a large percentage of the express packages are below 
*5 pounds. The shipper will get more benefit than any 
other commission has given, so far as I am informed.” 

Mr. Berry also spoke in high commendation of the 
work done in preparing the graduate scale by the com- 
Mission’s rate expert, Thomas L. Wolf. 

There is a quite general feeling that the express 
Peseta age Bsn = the order, thus forcing the 
ddhiuss. tas Reon Shera ge to ba ees defensive in 
+ t piri em , or that the carriers will attack 

gs. 


The opinion and order of the commission, as well 
as the rates prescribed, follow: 
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BEFORE THE RAILROAD AND WAREHOUSE COM- 
MISSION OF THE STATE OF ILLINOIS. 


In the Matter of the Investigation of Rates and 
Charges by the Express Companies within the State of 
Illinois, 


From the answers to the interrogatories propounded by 
the Commission to the several express companies, the follow- 
ing important facts appear as to each company, which we sub- 
mitted for information, believing that the statements are valu- 
able in view of the holdings and gndings of the Commission: 
able in view of the holdings and findings of the Commission: 


PACIFIC EXPRESS COMPANY. 


Incorporated October 1, 1879, under the laws of Nebraska. 
Authorized capital, $6,000,000.00. 

Paid up capital, $6,000,000.00. 

One thousand five hundred and ninety-three stockholders. 
Property owned in Illinois, $37,275.12. 

Operates on 5 railroads, covering 889 miles. 

Gross earnings, for the entire company: 


BS «cs p55 oun ek Hues Ree Casale a pbekanh $065 Kone $4,205,075.66 

SE awd Ps iN eee ge dabiced bpp bobs teodsubebouneti 7,750,852.57 
Gross expenses, for the entire company: 

phallic: Ret EPs RE Sey ite RE Se Pe $3,598,925.68 

BON cate awiks Bbc Be se deese ates pet acouteetenmes 7,364,161.20 





AMERICAN EXPRESS COMPANY. 


Unincorporated. 

Organized March 18, 1850. 

Reorganized November 15, 1859. 

Paid up capital, $18,000,000.00. 

Three thousand seven hundred and eighty-seven § share- 
holders. 

Personal property owned in Illinois, $284,684.55. 

Real estate owned in Illinois, $1,350,200.00. 

Operates on 19 railroads, covering 5,219 miles. 

Gross earnings, for the entire company: 


BO EG Rats Winnie Hosen en hsbc bse 6400 opi renee $16,461,341.00 

FOO i os CEASE o CORR eae Meee Heading ese Urey eels 30,401,566.00 
Gross expenses, for the entire company: 

Se csekds Seid Beep den cebeesmeensaeneds F>CCEs aes $14,654,684.00 

TOON... cence casseatsetedveds terest a hate sadusah rss 29,094,879.00 





WELLS-FARGO & CO. 


Incorporated in 1866 by a special act of the territory of 
Colorado. 

Authorized capital, unlimited. 

Paid up capital, $8,000,000.00. 

One thousand seven hundred and twenty-eight stock- 
holders. 

Total value of property in Illinois, $806,440.99. 

Operated on 11 railroads, covering 1,917 miles. 

Gross earnings, for the entire company: 


BD eh vie aieo.8 «uo <b ba aes Helse hr ss Gb eeeUSe Ee $ 9,638,665.58 

SID ed sk Oasaie 6-0erk tie OSS Se eEN p eke bee Hoon Kate 24,476,232.37 
Gross expenses, for the entire company: 

SO a was Ks d4-0:9 00 Fhe 6+ RKMDOS FEV ORESIES eon Oe $ 8,337,621.51 

BOON ‘eccck ade bebe bs bas ne cbeddsuebe deubelde shina 21,213,953.49 





ADAMS EXPRESS COMPANY. 
Joint stock company, organized in 1854. 
Composed of about 3,000 members or partners, who own 
120,000 equal shares. 
Operates on 8 railroads, covering 2,599 miles. 
Gross earnings, for the entire company: 
1 


DOO Sie ocdembebdecrbeddocgwes beens Re obareeyes $28,853,546.75 

ee RP ee eae 566,488.61 
Gross expenses, for the entire company: 

SS: Cdk s.c sk tn aver oe nnde en hdeds ooneumesees $27,411,308.11 

TORTURE, BA. . vd vied awecewes dee gedeaeteeewe 526,605.61 





UNITED STATES EXPRESS COMPANY. 


Joint stock association. 

Organized in 1854 under the laws of the state of New York. 
One hundred thousand shares; par value $100 each. 

One thousand five hundred and ninety-three shareholders. 
Total personal propertv owned in Illinois, $87,352.52. 

Real estate owned in Illinois, $782,581.22. 

Operates on 19 railroads, covering 1,798 miles. 

Gross earnings, for the entire company: 


RE 6s how Mewds 6000.60 be Cae eed kerbs Webs cee ee $10,320,661.39 

CE et hah ken idlanne aamen CONE bas eek 16,626,379.51 
Gross expenses, for the entire company: 

CO Fee hhils x wind nnd sive e Kos pe tints oe adeanetminns $ 9,705,845.00 

GOOG | cia baie tir kobb ec obecccbovanbstvsmuveuveces 16,278, 253.04 


Opinion of the Commission. 
BERRY, Chairman: 

From a preliminary examination by the commission 
into express rates in the state of Illinois and the impor- 
tance of that character of transportation, it determined 
and did institute an investigation for the purpose of in- 
quiring into the rates, charges and general practices of 


transportation by the express companies of the state of | 
Illinois. 


While no formal complaint was filed before the com- 
mission prior to the beginning of. the investigation, a 





























































large number of shippers and commercial organizations 
had called the attention of the commission to what they 
believed to be irregularities, discriminations and over- 
charges by the express companies in this state. 

It has been and is now contended by the express 
companies that the commission has no jurisdiction or 
power to regulate express rates in the state of Illinois. 
The commission, however, after a careful examination, 
reached the conclusion that under the laws of this state 
the commission has jurisdiction to regulate express 
rates and, assuming that power and jurisdiction, in 
November last began an investigation. All the express 
companies doing business in this state were duly noti- 
fied to be present. 

The five leading companies doing business in the 
state of Illinois and among the largest companies in the 
United States, namely, the Pacific Express company, the 
American Express company, Wells-Fargo & Co. Express, 
the Adams Express company and the United States 
Express company, after having been notified by the 
commission of the investigation and hearing and after 
having been presented with certain interrogatories pre- 
pared by the commission, answered the same and ap- 
peared before the commission and took part in such in- 
vestigation, including oral arguments as well as printed 
briefs, in relation to all phases of the express business 
inquired into at such investigation. 

The express business began about 70 years ago, and 
its gradual development to the present time is not only 
an interesting subject for study, but demonstrates the 
rapid growth of transportation in the United States. 

There are 80 express companies other than the five 
companies above named doing business in the United 
States. The very nature of the business enables them 
to do a very extensive business upon a limited capital, 
when compared with the immense amount of capital 
necessary and in use by the railroads and other large 
transportation and industrial institutions of the country. 

All of the five leading companies named and many 
others started with but little or no capital, and by capi- 
talizing their business on prospective or real earnings 
now have large assets, and many of them are in posses- 
sion of a large amount of real estate, stocks, bonds, 
mortgages and other personal property which are not 
necessary in their business as common carriers. 

As compared with other business of similar impor- 
tance and character but little information has been 
given out or procured by the public as to the manage- 
ment, methods of doing business and the earnings and 
profits of these companies. 

They have not only grown to be large transporta- 
tion companies, but a number of them are, to-day, huge 
institutions, doing a semi-banking business on the cur- 
rency and through the use of the machinery of the 
banks, to which they pay no revenue; they are not 
under the jurisdiction of any banking department and 
pay no taxes as such. It is not generally understood 
just how rapid has been the extension of the financial 
business of the express companies within the last few 
years. 

Since 1890 and not including 1907, the value of 
money orders issued has increased from $4,958,567, an- 
nually, to $14,014,960, or a gain of over 200 per cent. 

The orders issued by these express companies in 
1907 had a value of $147,346,656, and in addition to that 
they issued letters of credit to the amount of $20,828,- 
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932. Thus it appears that the financial paper issued 
by the express companies in one year was $168,175,583. 
This represented the actual deposit of so much money, 
by the public, with the express companies, and applying 
the usual banking estimate to it a very large amount 
of it was in the treasury of the express companies dur- 
ing all of that period. 

We call attention to the fact of the small amount of 
capital required by express companies to do business, 
and the character of this semi-banking business, as we 
believe it an important factor in determining what the 
charges of such companies should be. 

The express companies could retire from business, 
lose all of the property absolutely necessary and used 
for the carrying on of their business as common car- 
riers, and it would affect the value of their assets but 
very little, while if the railroads and other large indus- 
trial institutions undertook to do the same thing, they 
would practically eliminate their entire assets. 

An express company, in our opinion, under the laws 
of this state, like a railroad company, is a common 
carrier, it is engaged in transportation for the public, 
for a consideration. In almost every particular the 
same rules of transportation, save in quantity and price, 
govern the express company that govern the railroad. 

They are not only common carriers, but in the very 
nature of their business they are a monopoly and con- 
etitute a much more complete monopoly of business than 
do railroads in respect to the traffic which they handle. 

The Supreme court of the United States has held 
that a railroad may give an express company exclusive 
right to do business upon its line. And the five ex 
press companies, above referred to, under such exclu- 


sive contracts, operate upon 167,000 miles of railroad, 
or 73 per cent of the entire railroad mileage of the 
United States. Their rates between competitive points 
are fixed by tacit, if not express, agreement, and they 
issue tariff rates and schedules of prices, substantially 
in the same form, but not so extensively, as the rail: 
roads or other common carriers. 

Every consideration requiring supervision of the 


railroads by the state commissions or Interstate Com: 
mission applies with equal, if not greater, force to ex 
press companies. 
Express service is composed of three elements: 
1st. Terminal service, consisting of wagon service 


in gathering and delivering packages, marking, placing 
on or receiving from the railroads. 

2d. The care and handling while in transit on rail- 
road. 

3d. The transportation, which is almost entirely per 
formed by the railroads. 

The important relation which terminal service bears 
to the entire service of the express business was clearly 
and well stated, recently, with the approval of the pres! 
dent of the Adams Express company, as follows: 

The chief service which the express company performs i 
the terminal service—a service entirely away from the ratroa’™ 
and stations; the collection, care and delivery of package 
constitutes the science of the express business. 

It is evident that the cost of transportation of @2Y 
article, by any means, must increase in proportion © 
the distance; but it is equally true that the charges 


made or the distance carried does not increase the t& 


minal service, and while we should allow increased 
charges for distance, the terminal charge should remain 
the same without regard to distance, and the expres 
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companies, in fixing rates, should not be permitted to 
increase their terminal expense in proportion to the 
distance the article is carried or the charge made for 
such actual distance. It has been the custom of ex- 
press companies to do this. 

The terminal charge for a package, weighing 100 
pounds, from New York City to Quincy, Ill., would be 
about $3.75, while the charge on the same package from 
New York City to San Francisco, Cal., would be about 
$15, yet the terminal charge on each would be practi- 
cally the same. 

The usual contract made by an express company 
with a railroad company provides that the railroad com- 
pany shal! furnish the necessary cars and haul them 
over its lines, together with the employes of the express 
company necessary to care for the traffic en route. At 
stations the railroad company permits its employes to 
act as employes of the express company also and per- 
mits the use of station facilities by the express com- 
pany. 

The express company on its part assumes all the 
risk for, damage to express matter and all liability for 
injury to its employes, and agrees to pay the railroad 
company a fixed per cent on its gross earnings, with a 
guaranteed minimum amount. It was formerly the cus- 
tom to make the contracts upon a tonnage basis, but 
the gross earnings plan is now in general use. 

The evidence in the record shows that these con- 
tracts provide that the express companies shall pay to 
the railroad for such service from 45 per cent to 55 
per cent of the gross earnings, the average being about 
50 per cent. 

There is a large community of interest between 
the express companies and the railroads, as it appears 
from the record that railroad companies own approxi- 
mately $25,000,000 of stock or interests in express com- 
panies. 

The various railroads have succeeded in selling to 
the Adams Express company nearly $15,000,000 of their 
securities, to the American a like amount, to the United 
States over $3,500,000, and to the Wells-Fargo over 
$1,000,000, 

The entire capital stock of the Pacific Express com- 
pany was issued, when the company was organized in 
1879, to the three railroads that still own it, as fol- 
lows: Missouri Pacific, $2,400,000; Union Pacific, $2,400,- 
000, and the Wabash, $1,200,000. Not a dollar in cash 
was paid for this stock. In fact and in law, it was 
issued without consideration. Ostensibly the stock was 
issued by the express company in exchange for the 
right to do business over the lines of the railroad com- 
panies, but the actual consideration for such right is 
the payment of 50 per cent of the express company’s 
gross earnings to such railroads. The $6,000,000 of 
Stock in reality was given gratuitously to the railroads. 

No presumption can possibly arise in favor of the 
reasonableness of express charges based upon a capi- 
talization thus created or based upon the railroads’ 
compensation for transportation under such circum- 
stances. 

The United States Express company has a capital 
Stock of $10,000,000. Yet the vice-president of the com- 
pany, in a hearing before the Indiana commission, stated 
that so far as he knows or the reports show, no money 
Was ever paid into the treasury for this stock. 

The Wells-Fargo & Co. Express issued an official 
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statement July 3, 1906, by order of the board of direct- 
ors over the signatures of President Dudley Evans and 
Vice-President and Secretary H. B. Parsons, requesting 
proxies for use at the annual meeting on August 9, and 
said in substance: 


In view of the effort being made by certain parties to secure 
control of the company, under the promise of extravagant cash 
dividends or watering the stock by creating stock scrip on a 
dividend basis, it is proper that the directors should state that 
their policy has been, first of all, to conserve the investment 
represented by your stock through the establishment of the 
company upon a sound and stable basis, rather than the specu- 
lative policy of larger and fluctuating dividends. The result is 
shown in the strong position which the company has recently 
attained; and the present management has the right to remind 
you that in 1901 the surplus was $3,300,000, while to-day it is 
$12,400,000. 


From whence comes this large increase in surplus 
if the business of the company is not profitable? An 
increase of $9,100,000 in five years looks prosperous. 

As a further proof of the community interest be- 
tween the express companies and the railroads, the 
record shows that on June 30, 1906, the Adams Express 
company owned the following amount of stock in the 
following railroads: 


Atchison, Topeka & Santa Fe Ry. Co............. $ 
ete: Me See ee BE oa nc ann ene wae 60detnume 
Chicago, Milwaukee & St. Paul Ry. Co............. 
Chicago & Northwestern Ry. Co...........-ssseee. 


400,000.00 
290,300.00 
425,000.00 
317,400.00 


Chicago, Peoria & St. Louis Ry. Co. of Illinois...... 247,750.00 
Oy ID. B.C i is ee Fe SSL SS cess omnld teen Vile es 191,000.00 
LUCIE Gs SEE | Es. MOD. 5 anc cb dar vedeseenenieei 50,000.00 
Pennsylvania R. R. Co...... FEODESS CONS CART Ea he See 6,171,400.00 

WOE Vi pds ckenatncé a débeeec tgs on e'oadeden awe oe Naan $13,865,650.00 


As a proof of the community of interest existing 
among express companies, the record shows that the 
Adams owns $100,000 par value in the American, $650,000 
in the Southern, and $906,000 in the United States; that 
the American owns the National entirely, and $1,000,000 
in the United States; that the Southern owns $111,800 
in the Adams, $118,500 in the American and $70,000 in 
the United States; and that the United States owns 
$51,200 in the Wells-Fargo. (Exhibit A, Abst., 273.) E. 
H. Harriman, who dominated the Union Pacific Railway 
company, owner of 40 per cent of the Pacific Express 
stock, was at the time of his death chairman of the 
board of directors of Wells-Fargo & Co. Express, prob- 
ably the most influential of all the express companies. 

There can be no question, in view of the interests 
of the express companies and the railroad companies, 
and even the interests of one express company in an- 
other, that it would be impossible, in many cases, to 
tell where one begins and the other ends. This is im- 
portant, in view of the fact that competition is the life 
of trade, and one of the elements in all business to 
bring about just rates and fair prices. 

With such community of interests as shown above, 
it is needless to say that competition is out of the 
question, and the public is left to other means to secure 
proper rates. 

Without going into a lengthy statement or detail, 
the record conclusively shows that there is no uniform 
schedule of rates even by the same express company 
over different roads, and that unjust discriminations are 
practiced by the companies in many respects and in 
many places, and this in a large measure grows out of 
what is known as the graduate scale. 

At the hearing the Wells-Fargo company introduced 
exhibit “K,” showing the rates compiled by that com- 
pany on three different lines of railroad over which it 
operates in the state of Illinois. The exhibit shows that 
for distances of from 45 to 60 miles, the Wells-Fargo 
rate over the A. T. & S, F. R. R. is 75 cents; over twe 
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other roads it is 60 cents. The same exhibit also shows 
that for distances of from 80 to 100 miles the rate is 
76 cents over the C. M. & St. P. R. R. and over the 
A. T. & S. F. R. R. it is 85 cents, and over the Chicago 
& Great Western it is $100. 

This practice is pursued more or less by all of the 
companies, as shown by their several schedules filed in 
the record, and the evidence makes it clear that this 
Commission cannot correct the evils existing and prac- 
ticed in connection with the present methods without 
fixing a uniform mileage distance scale. 

It is contended that the new rates now established 
by the express companies are not sufficiently high, in 
view of present conditions, to justify the commission 
in making any reductions. It is insisted that the com- 
panies, upon their capital invested, are not receiving 
any more than a just compensation for the service ren- 
dered the public. 
does not agree. 

The express companies all have larger surpluses 
and large stock and bond issues far beyond what is 
necessary for the carrying on of their business as a 
common carrier, and the public should not be required 
to pay large returns on large investments or assets not 
necessarily used or to be used in business for the public 
and dividends upon stock for which nothing was ever 
paid. 

In computing the rate of income, the amount of 
capital actually necessary for the discharge of the busi- 
ness of the express company is the only amount that 
should be considered. 

It is also contended by the express companies that, 
in view of the large per cent of their gross income 
they are required to give the railroads for the trans- 
portation, that they are thereby compelled to keep 
their rates where they are, and in many instances 
should be permitted to raise them. Without, at this 
time, entering into the question of the propriety of 
contfacts such as are made by express companies with 
the railroads or their effect upon transportation, it is 
sufficient to say that an express company or common 
earrier should not be permitted as against the public 
to insist that a contract, of its own, that it had volun- 
tarily entered into, was a reason for increasing the 
burden of the shipper. These contracts are voluntary 
undertakings between these respective parties to which 
the’ public is not a party and afford no excuse for 
rates which would, but for such contracts, be lower. 
Express companies, because of their peculiar relation 
and cemplicated connections with railroad companies, 
may submit to and execute contracts which they say 
are unreasonable. The public should not carry the 
burden for them by paying advanced rates for which 
there is no shadow of reason. 

The evidence in this case showing the great com- 
munity of interests between the express companies and 
the railroads, and the fact that the railroads already 
receive 50 or more per cent for transportation from the 
express companies, we are led to inquire whether it 
would not be better for all concerned if railroads should 
so change their manner of doing business as to carry 
all express matter. Indeed, we may say that the more 
we investigate the conditions which surround the ex- 
press business, the more we are inclined to believe that 
the time is not far distant whén the necessity for the 


With this contention the commission 
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existence of express companies as common carriers will 
be at an end. Fast freight trains for the heavy articles 
and very little additional equipment of the railroads for 
small packages will enable them to perform express 
service, and unless express rates and express business 
are put upon a more equitable basis, the public will, 
in all probability, demand some such change as is 
herein suggested. In many other countries the leading 
railroads include in their service the collection, carriage 
and delivery of packages and parcels similar to the 
service rendered by our express companies, and are do- 
ing it successfully, and the charges are both gratifying 
to the shippers and the’ delivery is both satisfactory 
and prompt. 

While it is not always safe to assume that what 
can be accomplished is practical under the conditions 
in our own country, yet surely it is worth while to 
make an inquiry into the methods adopted by other 
countries for meeting the public convenience with satis- 
factory results. 

The commission feels very keenly the importance 
of this investigation and realizes the responsibility it 
is assuming in promulgating a schedule of rates for 
express companies in the state of Illinois. It realizes 
the necessity of safe and prompt transportation; it be- 
lieves that the various transportation lines are the real 
blood and sinews of power of our great commonwealth; 
it believes that every common carrier should be dealt 
with fairly and should receive a fair compensation for 
services rendered and a fair return for all capital neces- 
sarily invested in its business. But it also believes that 
the manufacturer and shipper, who are of equal impor- 
tance to the business interests of the country, should 
not be required to pay more for transportation than will 
properly remunerate the common carrier; that the ship- 
per should not be called upon to pay such prices for 
his transportation in ordér to enable any company or 
corporation to pay large returns upon a large amount of 
capital not directly invested in the business in which 
it is engaged. It also believes that, while the common 
carrier is an important factor in the commerce of the 
country and should be properly compensated, that such 
common carrier, of whatever kind or character, should 
be equally fair and frank with the public and should 
not undertake, by watered stock or improper capitaliza 
tion of its business, to require its patrons to pay unjust 
prices for the services rendered in order to permit it to 
pay large returns upon a fictitious capital. 

While the express companies have an important 
field in the business world, they have not, as it appears 
from all the investigations, and especially this one, 
dealt as fairly and as openly with the public in pre 
vious years as they should have done. 

It is only fair to say that we believe there is a 
growing spirit of fairness and open dealing abroad in 
the land, to-day, that has not characterized the business 
in former years, and it is the desire of this commission 
to bring about such a co-operation of every great inter- 
est in this state as will entitle each interest to its pro- 
portion of the business and all interests a proper re 
muneration for the service and capital invested, and 
that the business may be conducted between all of these 
great interests with a proper feeling of each for every 
fellow man engaged in similar or other business. 
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Conclusions. 

From our investigation and the record in this case, 
we believe the foliowing conclusions will be fairly 
drawn: 

First—That the returns from the capital actually 
and necessarily employed in the operation of express 


service by express companies in the state of [Illinois is. 


excessive. 

Second.—That the rates and charges now made by 
express companies which yield these excessive returns 
upon the capital actually and necessarily employed in 
the express business, should be reduced to a _ basis 
which should bring a fair remuneration on a fair value 
of the actual property employed in the business. 

Third.—That the present basis of rates, besides be- 
ing excessive, is in many instances discriminatory, as it 
imposes varying charges for identical services. 

Fourth—That transportation charges should be 
based upon distance and graduated in proportion to 
weight, 

Fifth—That terminal charges should be based upon 
wagon service belonging uniformly to all shipments, 
irrespective of the distance between the points of ship- 
ment and delivery. 


Sixth —That the charges for care and other details 
should be based upon the actual value and cost of such 
service, 

Realizing that it is impossible to make a schedule 
of rates that will be entirely satisfactory to all interests 
and further realizing that it is impossible to perfect as 
large and intricate business as the express business, at 
one Time, and believing that it can be perfected only 
by the continuous effort of all parties concerned and 
for the purpose of taking the first step in that direc- 
tion, the commission has prepared a schedule of maxi- 
mum rates and charges for all the express companies 
doing business and operating in the state of Illinois, 
which schedule shall be known as the Illinois railroad 
and warehouse commission’s express tariff, number one. 

This schedule is based upon the facts set forth in 
the record in this case, and the conclusions reached by 
the commission, 

; This cause coming on for final hearing and disposi- 
ton, the commission having jurisdiction of the subject 
matter, as well as the parties in interest, namely, the 
‘xpress companies doing business and operating in the 
State of Illinois, and having heard the testimony, argu- 
ments of counsel, and being fully advised in the prem- 
ses, it is ‘hereby ordered, adjudged and decreed that 
the maximum schedule of rates and charges for all the 
xpress companies doing business and operating within 
the state of Illinois, known as the Illinois railroad and 
varehouse commission’s express tariff, number one, 
Vhich is marked exhibit “A,” and made a part of this 
order, be and the same is hereby approved and made 
the schedule of maximum rates and charges for the 
evernment and control of all the express companies 
‘ing business or operating within the state of Illinois. 
' It is further ordered that the rates named in the 
Bald schedule are found by the commission to be reason- 
Able maximum rates for the transportation of merchan- 
"se by each of said express companies doing business 
. the State of Illinois, on intrastate shipments, between 
Ations, in the state of Illinois. 
It is therefore further ordered that the said sched- 
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ule of rates, known as exhibit “A” and hereto attached 
as hereby established, are reasonable maximum rates 
for the transportation of merchandise for all the ex- 
press companies doing business and operating between 
all the stations of the respective lines of railroad oper- 
ated over by them in the state of Lllinois. 

It is further ordered that every express company 
doing business and operating in the state of Illinois is 
hereby required to put said rates into effect in the 
state of Illinois on the 15th day of October, A. D. 1910. 

It is further ordered by the commission that each 
of the express companies doing business in the state 
of Illinois is hereby required to keep at each station 
or office where it does business in this state, in some 
conspicuous place, in charge of its agent, all their tar- 
iffs and rates of charges, together with the classifica- 
tion affecting rates between stations in the state of IIli- 
nois for the inspection and use of the public, during 
business hours. Each company shall post in the office 
where business is done and in a conspicuous place a no- 
tice stating where such schedule may be inspected. 

It is further ordered, adjudged and decreed by the 
commission that the several express companies shall 
make use of the schedule marked exhibit “A” and at- 
tached to this order and known as the Illinois railroad 
and warehouse commission’s express tariff, No. 1, 
pepared by the Illinois railroad and warehouse com- 
missioners, showing the maximum charge for the trans- 
portation of merchandise on intrastate shipments be- 
tween points in Illinois, forwarded by one express com- 
pany over one line of ‘railroad or a system of railroads 
under one ownership, management or control. 

It is further ordered by the commission that the 
said express company shall not make any advance in 
their present published schedule of charges for the han- 
dling of intrastate shipments ‘between points in the 
state of Illinois, served by one express company, unless 
authorized to do so after hearing by this commission. 

The commission hereby reserves the jurisdiction 
over the parties, the rates, rules and practices not 
specifically set forth in this order for the purpose of 
entering any further order or orders from time to time 
as May seem necessary and proper. 

By order of the commission, dated at Springfield, 
Ill., this 25th day of August, A. D. 1910. 

The rates named in this schedule follow: 


MERCHANDISE TARIFF. 


Maximum Express Rates on Intrastate Shipments, Between 
Points in Illinois, 

Forwarded by One Express Company, Over One Line of Rail- 
road or a System of Railroads Under One 
Ownership, Management or Control. 

Governed by Official Express Classification No. 20 (Ill, R. C., 
No. 26), effective October 1, 1910, supplements and excep- 
tions thereto or reissues thereof with exception of schedule 
of maximum graduated charges for packages weighing less 
than 100 pounds, which will be as shown on page No. 4 
of this tariff. 


Rate in Cents 


Distances— Per 100 Lbs. 
ee Serre r Trier CIEL rie i 40 
Over 30 miles i 50 


Over 60 miles ¢ 
Over 90 miles 
Over 120 miles 
Over 150 miles 
Over 200 miles 
Over 240 miles < 
Over 300 miles 
Over 360 miles 
Over 400 miles 
Over 440 miles 
CVSS Fe Ts bck cS Fe ob 0 ceweS she Cow onie ov eravigivesess Demy 
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TABLE OF MAXIMUM GRADUATED CHARGES, IN CENTS, 


For Packages Weighing Less Than 100 Pounds, on Intrastate Shipments Between Points in Illinois. 
Governed by Rule 8, Page 6, Official Express Classification No. 20 


When the merchandise per 100 pound rate between any two points is not given below, use the next higher rate to arriy 
the graduate charge. 


-40 -50 


SID o as awe 65.6 dine de onbebd elec 20 20 
not over RI ELE Reet 20 20 


not over 20 
not over 20 
not over 
not over 
not over 
not over 
not over 
not over 
not over 2! 
not over 
not over 
not over 
not over 
not over [ 
not over ot 
not over 
not over 
not over 
not over 
not over 

., not over 85 
S., not over § s 
ig ee I rN ne haces cde eeacesces 40 
ee, Se NE FO Beh ox c swtcccdccseves=e 40 
a A ONS ooo eal. Sabega «0 pina cide aides 40 


Packages Weighing— 
Not over 1 
Over Ib., 
Over Ibs. 
Over Ibs. 
Over Ibs. 
Over Ibs. 
Over lbs. 
Over Ibs. 
Over Ibs. 
Over Ibs., 
Over lbs. 
Over 25 Ibs. 
Over 30 Ibs. 
Over 35 Ibs. 
Over Ibs., 
Over lbs. 
Over 50 Ibs. 
Over 55 Ibs. 
Over Tbs. 
Over 65 lbs. 
Over Ibs. 
Over 75 Ibs. 
Over 80 
Over 85 
Over 90 
Over 95 
Over 


Se 
VOID Crm cor 
Y) 
CIO -1D Crim Odo 


When Rate on Merchandise 
.75 -90 1.00 
20 
20 
20 
25 
25 
30 
30 
35 
35 
40 
40 
45 
45 


per 100 Lbs. Is ee 
25 1.40 1,50 1.60 


20 25 
95 


1.00 
1.00 
1.00 
1.00 
1,00 


1.10 
1.10 


.50 
.50 
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New Orleans Fears Rate Advance 


New Orleans, La., September 9.—Railroads serving 
the Crescent City, according to John A. Smith, commis- 
sioner of freight and transportation of the New Orleans 
Board of Trade, are planning to advance rates from and 
to various eastern and northern points. The transpor- 
tation committee has taken up the matter with a view 
of protesting, against at least some of the increases, to 
the Interstate Commerce Commission. 

It is announced that tariffs have been issued by 
the various traffic associations which show substantial 
advances in the rates between this city and Central 
Freight association territory. Other advances are also 
feared. Among the traffic threatened is that between 
New Orleans and Chicago, Springfield, Peoria, Milwau- 
kee and the Twin Cities and their rate points. It is 
understood that all classes and important commodities, 
such as iron and foodstuffs, will be affected. 

“It is not only the local business of New Orleans, 
that is, the business done by New Orleans at interior 
points, that has to be considered in connection with 
these advanced rates, but the export business of New 
Orleans,” said Mr. Smith. “Instances are constantly 
coming to my attention where the rates from the terri- 
tory from which the advances to New Orleans have 
been’ made are too high, as compared with the rates 
from that territory to New York and other North At- 
lantic seaboard points, to permit our dealers to success- 
fully compete on export business with the North Atlantic 
ports. 

“There are export and import rates provided be- 
tween much of the territory where the advances have 
been made and New Orleans, which export and import 
rates are lower than the local rates. But those rates 
are of no benefit to our local dealers, in that they do 
not get the benefit of the lower import and export rates 
when the freight goes into their warehouses. They are 
of benefit to the interior dealers only. 

“In order that New Orleans may successfully com- 
pete on import and export business with the North 
Atlantic ports, even in Central and South Ameriean terri- 
tory, many of the local rates between New Orleans and 


the territory where they have 
reduced instead of advanced. 
“With the near completion of the 


been advanced should be 


isthmian canal, 


the status of New Orleans as an importing and export 
ing point—I mean importing and exporting by our local 
merchants and not its position as a mere funnel through 
which to move such commerce—has got to receive recog 
In my opinion this advance, if sustained, wil 
prove another handicap to our local exporters.” 


nition. 


Our New Offices 


About October 1, The Traffic Service Bureau, with 
its official publication, THe TRAFFIC WORLD AND TRAIT 
BULLETIN, will establish Washington headquarters it 
the New Westory building, on the corner of 14th al 
F streets, northwest. 

The quarters to be occupied are a suite of four cor 
necting rooms on the sixth floor, Nos. 603 to 
clusive, with ample facilities for the transaction of bus 
ness and with all modern conveniences for comfort, até 
having attractive surroundings. So numerous are tht 
visitors to Washington who call upon us that we sal 
the early desirability of the most central location obtait 
able and believe we have secured it. We are to 
only a half block from the Interstate Commerce Col 
mission, the branch of government to which most @ 
our business relates, diagonally across 14th street fro 
the New Willard Hotel, and immediately opposite tt 
Western Union Telegraph offices. Opposite the West0l 
building on F street is also the remodeled Ebbett Hou® 
and within easy walking distance are the Raleigh aal 
Shoreham hotels. Elevator service is daily until i 
o’clock at night, and our offices are entered almost fr0® 
the elevator door. The main entrance is on 14th str 
the number is 605, and the latchstring hangs out ® 
every door with our name on. 


605 i 


CARLOADING SHOWS GAINS. 
New York, September 9.—The August loading he 
ords of the New York Central Lines show a ‘ota 


1,875,003 cars, a gain of 89,940 cars over last Aus! 
1909. 
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AP LINE WINS FIRST ROUND 


nited States District Court Enjoins Abrogation of 
Contract between Rock Island and 
Freeo Valley Roads 











Fort Smith, Ark., September 9.—First blood in the 
contest between the so-called tap lines and the trunk 
roads, inaugurated by the decision of the Interstate 
Commerce Commission in the Star Grain & Lumber 
company case last December, and brought to a head by 
the cancelation of through rates with the lumber roads 
in recent Southwestern Tariff Committee issues, has 
heen drawn by one of the originating carriers, the Mal- 
vern & Freeo Valley Railroad company. 

This line sought to prevent the withdrawal of divi- 
sions with it on the ground that such action would be 
of its contract rights. Action was com- 


in violation 


menced in the federal court here, and a decision has 
een handed down by Judge Rogers, temporarily re- 
straining the Rock Island from the cancelation of 
hrough rate arrangements. The decision, in full, fol- 


JOWS: 
IN THE CIRCUIT COURT OF THE UNITED STATES 
FOR THE WESTERN DIVISION OF THE EAST- 

ERN DISTRICT OF ARKANSAS. 
& Freeo Valley Railroad Company, 
Complainant, 
vs. 
‘hicago, Rock Island & Pacific Railway Co., 
Defendant. 
ROGERS, Judge: 
The complainant 


falvern 


In Equity. 


filed its bill in equity praying for 
bn injunction against the defendant, the Chicago, Rock 
sland & Pacific Railway company, based upon the fol- 
owing statement of facts: The complainant and defend- 
but and two other corporations, to wit, the Rock. Island, 
Arkansas & Louisiana Railroad company, and the Wis- 
& Arkansas Lumber company, on the 13th of 
1907, executed what, for a better name, I denomi- 
ate a quadripartite agreement, and on the 4th of Janu- 


ronsin 
une, 


ty, 1909, executed two other like agreements which 
uperseded the first. Under these several agreements 
ll of the parties have been conducting their business 
tom the time they were executed up to the present 


ime. However, the Rock Island, Arkansas & Louisiana 
ailroad and the Wisconsin & Arkansas Lumber com- 
aly, parties to those agreements, are not made parties 
this suit. The bill seeks to enjoin the Chicago, Rock 
‘land & Pacific Railway company from breaching the 
srecments dated January 4, 1909. The bill alleges di- 
ese citizenship and the necessary amount in contro- 
f'sy to give this court jurisdiction. These contracts 
Te voluminous, and they involve moving considerations 
tf great value from each of the contracting parties to 
ach of the others, and likewise contain mutual benefits. 
othing, however, contained in the contract is essential 
) an understanding of the question involved in this 
‘se except sections 4 and 10 of the agreement of Janu- 
'y 4, 1909. These provisions are as follows: 


(4) The 
Tvice 
D be oy 
@ raj 


rec Rock Island company agrees to establish a train 
to handle at least twenty (20) of said cars per day, 
erated from the junction of the Freeo Company with 
lroad company to the mills of the lumber company, and 
be Freeo company agrees to deliver at least twenty (20) loaded 
Ss per day to the Rock Island company for transportation; 
vided, that upon twenty-four (24) hours’ notice the Freeo 
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company may discontinue said cars from time to time, and 
provided, further, that if the Freeo company shall fail to fur- 
nish twenty (20) loaded cars per day for transportation or shall 
fail to give twenty-four (24) hours’ notice as aforesaid, it, the 
said Freeo company, shall pay to the Rock Island company 
the full amount of all expenses incurred by said Rock Island 
company, including wages of train crews, in preparing to move 
said twenty (20) loaded cars per day. 

(10) The Rock Island company agrees to publish through 
interstate rates on yellow pine lumber, in connection with the 
Freeo company, covered by the foregoing paragraph, and, on 
all outbound shipments delivered to the Rock Island company, 
under these tariffs, the Rock Island company agrees to pay the 
Freeo company the sum of three (3) cents per one hundred 
(100) pounds, as a division of the through rates, for its service 
in transporting the logs from the forest to the mill and deliv- 


ering the finished product to it at its connection at or near 
Walco. Jal 


The bill seeks to enjoin the defendant from breach- 
ing the provisions quoted, by publishing a new tariff 
of rates canceling the tariffs under which both roads 
have been operating heretofore, and are operating now, 
in conformity with the provisions of the contracts 
quoted, and by denying to the complainant road any 
joint rate with it, and by ceasing all divisions of rates, 
earnings and profits on freight transferred to it from 
the lines of the complainant road. The bill alleges 
that the complainant is a corporation organized under 
the laws of the state of Arkansas for the organization 
and incorporation of railroad companies, and is char- 
tered by said state to operate a railroad company, and 
is engaged in the business of carrying freight and pas- 
sengers for hire as a common carrier, and is operating 
a railroad, and is engaged in the business of carrying 
freight and passengers for hire; that it uses in the 
transaction of its business the distance tariff prescribed 
and published by the Arkansas state railroad commis- 
sion and the joint through tariff prescribed and pub- 
lished by the traffic association known as the South- 
western Lines Tariff committee, which said tariff is 
published by the Chicago, Rock Island & Pacific Railway 
company and other carriers, and is filed with the Inter- 
state Commerce Commission of the United States for 
use in interstate traffic; that the defendant is a rail- 
road corporation chartered under the laws of Illinois, 
authorized to operate a railroad or railroads as a com- 
mon carrier; that complainant’s road connects with the 
road of defendant in Arkansas, and that the defendant’s 
road is authorized under the laws of the state of Ar- 
kansas and is engaged in the common carriage of 
freight and passengers for hire, and is a citizen of the 
state of Illinois. The bill is full and specific, but enough 
has been said to present the question involved. The 
defendant company admits all the allegations of the 
bill, including the execution of the contract and the 
operation of its.road in pursuance thereof since its exe- 
cution, and asserts its willingness to abide by the con- 
tract, if valid. In substance it asserts that from the 
execution of the contract to December 7, 1909, when 
the case of the Star Grain & Lumber company ef al. 
vs. Atchison, Topeka & Santa Fe Railroad Company 
et al. (opinion No. 1910) was decided by the Interstate 
Commerce Commission, it had supposed the ‘contract | 
was legal and had accordingly observed it, &nd that 
it was entered into in good faith after the opinion in 
the case of the Central Yellow Pine association 
Vicksburg, Shreveport & Pacific Railway company et 
al., Vol. 10, I. C. C. Rep., 193, was handed down, and 
that said contract was executed upon the strength of 
that decision; but it says that under the Star Grain 
case, supra, as it construes it, it is threatened with 
the heavy penalties of the interstate commerce law if it 
shall continue to observe the contracts, twelve or fifteen 


vs. the 
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in number, the complainant included, with what is 
known as tap lines, and admits it is about to put into 
use a new set of interstate tariff rates, excluding all 
tap lines from any share in their interstate business. 
The answer to all this matter of defense, including the 
answer to the Star Grain case, is that the rights of 
litigants in the court are not to be determined by the 
swing of the “Big Stick,’ but rather each case must be 
determined on the facts of that particular case, and 
through the means of the orderly procedure of the 
courts providing for the protection of the rights of all 
the people alike. Whether the complainant’s company 
on a full hearing will be able to establish any case 
must depend on the true facts of the case when devel- 
oped by the evidence. It may not be a common carrier 
at all. It may be a mere device, and its organization 
effected for no other purpose than as a mere incident 
to promoting the lumber interests of the Wisconsin & 
Arkansas Lumber company. It may not be entitled to 
any share in the interstate rates of the defendant com- 
pany under the contract above referred to. The con- 
tract itself may be invalid because inconsistent with 
the interstate commerce law, or as against public policy. 
The division of rates provided for in the contract be- 
tween complainant and defendant may be unreasonable 
and operate to discriminate against or give preference 
to shippers, and may invite the careful consideration of 
the Interstate Commerce Commission and the courts hav- 
ing supervisory control over the action of that Com- 
mission. None of these things are decided now. The 
action of the court must be based upon the admitted 
facts set forth in the bill. It is readily anticipated that 
many perplexing and troublesome questions, far-reaching 
and of vast importance to the trunk and tap lines, and 
to: the public as well, may grow out of the subsisting 
conditions between those lines; but it is the part of 
conservative and wise action to let these questions be 
determined as they arise, and by tribunals having juris- 
diction thereof under the laws of the land. All parties 
are entitled to a day in court, and to due process of 
law, before being deprived of their property or property 
rights. On the face of this bill it does not appear that 
there is anything illegal in the contract about to be 
breached by the defendant company. If complainant is 
a common carrier it must be entitled to its share of 
interstate rates. The law enjoins that very thing upon 
the litigating parties, and it enjoins upon the Interstate 
Commerce Commission, upon proper showing and condi- 
tions, to enforce that law. (Sections 7 and 12 of the 
Act of June 18, 1910, known as the Mann-Elkins Act.) 
In this case the fairness of the division of the rate 
is conceded; the validity of the contract is not assailed; 
the public is not shown to be concerned in its observ- 
ance or non-observance; the fact that complainant is a 
common carrier is not assailed; defendant’s breach of 
this contract is distinctly based by the defendant upon 
the Star Grain case, to which case the complainant was 
not a party, and was not in any sense represented. Its 
rights therefore could not be foreclosed by that case, 
even if the majority opinion in that case is sound law; 
and this, for the reason that the Commission had no 
jurisdiction over the person of the complainant or the 
subject-matter now involved. Nor does the bill assail 
or seek to review any order of the Interstate Com- 
merce Commission in the Star Grain case; for, indeed, 
no order was made in that case by the Commission. 
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The Commission simply indicated its views on’ the sub- 
ject of the subsisting relations between the trunk and 
tap lines, and expressed the expectation of the Commis- 
sion that the trunk lines would conform their practices 
to them. That action of the Commission could not be 
reviewed by any court, and therefore was not binding 
upon anyone, even the parties to that proceeding. It 
was admonitory simply, and decided nothing which was 
subject to review. It is stated in the statement of 
Mr. E. B. Peirce, attorney for the defendant company, 
which is by consent made a part of the records in this 
case for the purpose of this hearing, that the bill states 
a case of equity cognizance for the reasons contained 
in his statement, to which others may be added. I give 
my full assent to the conclusion that the remedy at law 
in a case like this is wholly inadequate. The measure 
of damages for a breach of this contract, under the 
conditions presented, could never be approximately 
reached through the instrumentality of a jury trial. As. 
suming the bill to be true, the breach of the contract 
clearly threatens visiting irreparable damage to the com 
plainant road. That the court in such case has the 
power and that it is its duty generally to restrain such 
a breach of contract, I think may be considered as set- 
tled by law. 

Chicago & A. Ry. Co. vs. N. Y. D. E. & W. R. Co, 
24 Fed., 516. 

Shubert et al. v. Woodworth et al., 167 Fed., 53. 

Donovan vs. Pennsylvania railroad, 199 U. S., 279. 

Union Pacific Railway Co. vs. C. R. I. & P. Ry. Co., 
163 U. S., 568. 

22 Cyc., 768, 848; and cases might be multiplied. 

A careful examination of the interstate commerce 
law as it now stands has not led me to the conclusion 
that in the present conditions of this case the Interstate 
Commerce Commission has jurisdiction to the exclusion 
of this court of the questions presented by this bill. If 
conditions shall arise upon the development of the facts 
in this case which make it necessary to remit the par- 
ties and the subject-matter of this bill to the Interstate 
Commerce Commission, the court will be able to con- 
trive such a decree as will protect the rights of all the 
parties, and that must be left for future consideration. 

Meantime, the temporary restraining order in this 
case will be granted. 


CUT INTERSTATE COTTON RATES. 

Houston, Tex., September 9.—Cotton-carrying railroads 
of Texas announced Monday a reduction from 55 cents to 
51 cents on cotton billed to Galveston and destined for in- 
terstate or foreign shipment. The reduction will be made 
as soon as the tariffs can be amended and filed with the 
Interstate Commerce Commission, and that body will be 
asked to waive the thirty days’ notice required by !aw 
regarding changes of rates, so that the reduction may be 
effective immediately. 


WISCONSIN CUTS JOINT RATES. 


Madison, Wis., September 9.—An order has been issued 
by the state railroad commission requiring the Chicago & 
Northwestern and the Mattoon railroads to give joint rates 
on lumber, forest and farm products between Racine, Mil 


waukee, Manitowoc, Sheboygan, Green Bay and Mattoon. 
The order is the result of a petition filed by the firm of 
Paxton & Lightbody, Mattoon. The joint rate will mean 4 
reduction of about 10 per cent from the present charges. 
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LEGAL DEPARTMENT 


In this department we shall answer simple questions re- 
lating to the law of interstate transportation of freight. It is 
available both to those who are members of the Traffic Service 
Bureau and those who are not. Readers are particularly in- 
vited to write for advice on specific subjects covering the Act 
to Regulate Commerce and the decisions of the courts and the 
Interstate Commerce Commission thereunder. 

Address Legal Department, The Traffic Service Bureau, 
Washington, D. C., 





Missouri.—“‘We routed goods via the Santa Fe and 
Union Pacific at a rate of 20 cents. This rate did not 
apply from point of origin to point of destination via 
routing given. It does apply via the M. K. & T., or 
the Rock Island, and the Union Pacific. Have we any 
recourse against the Santa Fe for accepting this ship- 
ment at a 20-cent rate when the tariff plainly states 
that the rate will not apply via their line, or is our re- 
course against the mill which was at fault in making 
out the bill of lading? 

We infer from your inquiry that the Santa Fe has 
demanded or collected from you the difference between 
the 20-cent rate quoted and the higher rate specified 
in its published tariff. This it has a right to do, and 
your recourse, if any, is against the shipper, and not 
the carrier. 

* * + 

Tennessee.—‘‘Under the Act to Regulate Commerce 
is the extension of credit to particular shippers or con- 
signees by common carriers an unjust discrimination; 
or is it an unjust discrimination for a common carrier 
to require of particular shippers, or of all shippers, pre- 
payment of freight charges on a particular kind of traf- 
fic, or on all kinds of traffic consigned to particular par- 
ties at a certain destination, while of other shippers on 
the same kind of traffic, or other kinds of traffic, con- 
signed to other parties at the same destination, pre- 
payment is not required?” 

A common carrier can extend credit to all of its 
customers or some of them, as it may decide, without 
subjecting itself to the charge of discrimination. The 
carrier has the same right that any merchant or manu- 
facturer has to exact payment for a service before it is 
rendered, or to extend credit to those whose responsi- 
bility it does not question. See answer to “Iowa” in 
the August 6, 1910, issue of Tur TRAFric Wor cp. 

« . 

Michigan.—‘‘Western Trunk Line Tariff No. 50 names 
commodity rate on packing-house products from Chicago 
to Ottumwa, Ia., of 20 cents per hundredweight and 15 
cents from the Mississippi river. This, in connection 
with class rates from Detroit, makes a through rate of 
46 cents. The C. R. I. & P. published their tariff No. 
819-C in supplement No. 28, which names proportional 
class rates to be used on business originating east of 
the Indiana-Illinois state line, which, in connection with 
class rates from Detroit, makes a through rate of 32% 
cents per hundredweight. Please advise if the lower 
rate is the legal one.” 

The rate of 32% cents is a combination of two class 
rates. »The rate of 36 cents is a through commodity 
rate. The rule is, that whenever a commodity rate is 
hamed in a tariff upon a commodity and between speci- 
fied points, such commodity rate is the lawful rate and 
the only rate that can be used with relation to that 
traffic between those points, even though the class rate 
Or some combination may make lower. The naming 
of a commodity rate on any article or character of 
traffic takes such article or traffic entirely out of the 
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classification and out of the class rate between the 


points to which such commodity rate applies. However, 
the reasonableness of the 36-cent rate can be questioned 
by proper proceeding before the Interstate Commerce 
Commission. 
. ~ o 

Michigan.—‘‘There is no through commodity rate on 
poles between points in upper Michigan and points in 
Indiana. There was a through class rate, however, ap- 
plying over the route the shipment traveled, and poles 
according to the effective classification are given as tak- 
ing the sixth class. There were also proportional rates 
on poles published from and to the junction points of 
the two lines which handled the movement. The car- 
riers contend that the through class rate was the only 
lawful rate to apply as per rule 55, Tariff Circular 17-A. 
We contend that the proportional rates may be applied, 
as by publishing the same on the commodity takes that 
commodity out of the classification. Are we correct?” 

Any published rate becomes the lawful rate, and, in 
consequence, the publication by the carriers of their pro- 
portional rates on poles had the effect of making a com- 
modity and local rate on that article and taking it out 
of the classification. As the Commission has announced 
that its policy will be to consider a through rate which 
is: higher than the sum of the locals between the same 
points as prima facie unreasonable, it would seem that 
the burden of proving the class rate in this instance to 
be reasonable is on the carriers. 


> . 7 

Texas.—‘A shipper in Texas consigned one barrel 
of syrup to a party in Alabama. Under the terms of 
the sale the shipment was to be prepaid. Through over- 
sight the shipment was forwarded collect, and refused 
by the consignee. Pending the time incidental to ad- 
justing the matter between the shipper and consignee, 
the railroad company’s depot and the syrup were de- 
stroyed by fire. The shipper made claim on the carrier, 
Lut the delivering line refused to recognize the claim, 
stating that the shipment had been refused through no 
fault of the railroad company.” 

If the carrier tenders the goods to the consignee, 
and they are refused, its obligation as carrier has 
ceased, and the less burdensome one of warehouseman 
has supervened. If, as such, the goods are destroyed 
by an accidental fire, not attributable to the carrier’s 


fault or negligence, it will be excused. 
a7 - * 


Alabama.—“A shipper in Mississippi routed shipment 
of lumber destined to a point in the east, via Southern 
railway to Birmingham, Ala., care of Seaboard Air Line. 
Upon arrival of cars at Birmingham, it was found that 
the S. A. L. had no divisions with the Southern rail- 
way between point of origin and destination, and for 
that reason it was held that routing shown on bill of 
lading could not be observed.” 

It is now a well settled rule in interstate commerce 
traffic that the carrier must forward the shipments by 
the particular route indicated on the waybill, and this 
rule applies even though the shipper directs that the 
shipment be forwarded by a circuitous route over which 
the rate is higher than by a more direct route. It is no 
excuse of the connecting carrier that it had no arrange- 
ment with the initial carrier covering the amount of di- 
visions, since this is a matter which must be left for 
adjustment between the carriers themselves, and does 
not in any wise affect the aforementioned rights of the 
shipper. 





384 THE TRAFFIC WORLD AND TRAFFIC BULLETIN 


LEADING COMMERCIAL AND 
TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters, to co-operate with the Inter- 
state Commerce Commission, state rail- 
road commissions and transportation 
companies in promoting and securin 
better understanding by the public an 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests. 
Membership—Those eligible as members 
are traffic directors, managers, com- 
missioners or other officials in charge 
of traffic of industrial or commercial 
organizations and traffic officers of rep- 
resentative shipping concerns in the 
United States. 

Officers 
J. C. Lincoln, President 
Comm ’r Merchants’ Exchange Traffic 
Bureau, St. Louis, Mo. 
W. M. Hopkins, Vice-President 
Mer. Transp. Dept. Board of Trade, 
Chicago, Il. 
. E. Cooke, Secretary-Treasurer 
T. M. Automatic Electric Co., Chi- 
cago, Ill. 


ILLINOIS. 
Lake County Manufacturers’ Association, 
E. P. Sedgwick, Pres., Waukegan. 
Nationa! Association of Agricultural Im- 
lements and Vehicle Manufacturers, 
w J. Evans, Sec.. Chicago. 
Sterling 
Manufacturers’ and Shippers’ 
Association, 
In charge of traffic of industries at 
Sterling and Rock Falls, Ill. 
EF, F. Lawrence 
W. K. Palmer 
J. W. Platt 
Ww. 


MINNESOTA. - 


Northern Pine Manufacturers’ Assocla- 
tlon, J. E. Rhodes, Sec., Minneapolis. 


MISSOURI. 

Business Men’s League, P. W. Coyle, 
Comm’r, 614 Bank of Commerce Bidg., 
St. Louis. ; 

Commercial! Club, F. W. Maxwell, Comm’r, 
St. Joseph. 

Kansas City Transportation Bureau of the 
Commercial Club, H. G. Wilson, Trans. 
Comm’r, 105-6-7 Board of Trade Bidg., 
Kansas City. 


NEW YORK. 
Albany Chamber of Commerce, Wm. B. 
Jones, Sec., 95 State St., Albany. 
National Wholesale Grocers’ Association, 
A. H. Beckman, Sec., 6 Harrison St., 
New York. 


OHIO. 
Cleveland Chamber of Commerce, Munson 
A. Havens, Sec., Cleveland. 


hee me ne ed - 

Merchants’ and Manufacturers’ Associa- 

tion, Wm. G. Bruce, Sec., 46 University 
Bidg., Milwaukee. 


TRAFFIC CLUBS 


The Traffic Club of New York, Chas. F. 
Moore, Pres.; C. A. Swope, Sec. 

The Traffic Club of Chicago, John T. 
Stockton, Pres. Guy 8S. McCabe, Sec. 

The Traffic Club of Philadelphia, Edw. 
Knight, Pres. H. C. Trumbower, Sec. 

The Traffic Club of St. Louis, Geo. J. 
Tausey, Pres. A. F. Vessen, sec. 

The Traffic Club of Pittsburg, O. M. Ells- 
worth, Pres. T. J. Walters, Sec. 

The Transportation Club of Indianapolis, 
L. J. Blaker, Pres. L. E. Stone, Sec. 

The Transportation Club of Louisville, 
Alfred Brandeis, Pres. W. E. Cham- 
bers. Sec. 

The Transportation Club of Toledo, E. N. 
Kendall, Pres. L. G. Macomber, Sec. 
The Traffic Club of St. Paul, J. R. Jones, 

Pres. A. L, Bowker, Sec. 
The Traffic Club of Newark, Chas. Mil- 
bauer, Pres. E. G. Weil, Sec. 
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COMPLAINTS BEFORE COMMISSION 


Digest of Petitions Lodged with Interstate Commerce Board During 


Past Week 


Eddy Lumber Co. of Minneapolis, 


Minn., vs. A. T. & S. F. and C. & 
N. W. (3508). 

Complainant alleges that on va- 
rious dates it shipped several car- 
load shipments of poles from Wit- 
tenberg, Wis., to Las Vegas, N. M., 
rate charged by defendant §87.5c. 
Complainant claims that the rate 
charged by defendant is excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendant be made to answer 
such charges and to cease and de- 
sist from said violation and to put 
in force more reasonable and just 
rates. 


Reparation asked in the sum of 
271.43, with interest at the rate of 
6 per cent from May 10, 1909. 

Leonard Brisley, attorney for com- 
plainant, 452 Security Bldg., Minne- 
apolis, Minn. 


Foster Lumber Co. of Kansas City, 


Mo., vs. C. B. & Q., Union Pac. 
and other railroads (3501). 

Complainant alleges that the de- 
fendants prior to Aug. 25, 1908, 
charged a rate of 25c per 100 Ibs. 
on lumber from Fostoria, Keenan, 
and Humble, Tex., to Omaha and 
Lincoln, Neb., and 27%c to Des 
Moines, Ia. Complainant claims 
that by order of Commission’s I. C. 
C. Report 294, it held that the 
Des Moines rate should not exceed 
that charged to Omaha, and there- 
upon the carriers increased the 
Omaha and Lincoln rates to 26%c, 
and reduced the Des Moines rate 
to 26l4c, effective Aug. 25, 1908. 
Complainant contends that, inas- 
much as lower rates remained in 
effect to Omaha and Lincoln for a 
number of years, and the Commis- 
sion’s order to carry no higher rate 
to Des Moines, it seems that any 
rate in excess of 25c is unreason- 
able, excessive and unjust. Com- 
plainant, on account of such un- 
reasonable, unjust and excessive 
rate, prays for reparation on all 
shipments between dates of Aug. 
25, 1908, and Aug. 1, 1910, in the 
sum of $177.58. 

L. S. Bird, attorney for complain- 
ant, 301-303 Washington Bldg., 
Kansas City, Mo. 


Gamble-Robinson Fruit Co., Lewis- 


Vidger Co. vs. Nor. Pac., Sou. Pac. 
and other railroads (3499). 
Complainant alleges that the 
rates charged by defendant on de- 
ciduous and citrus fruits from 
California points to Miles City, 
Mont., and Bismarck, N. D., are ex- 
cessive, unreasonable and unjust, 
and prays that after due hearing 
and investigation defendant be 
made to answer such charges and 
to put in force more reasonable 
and just rates and through routes 


McGregor-Noe 


via way of Ogden, Butte and Sil- 
ver Bow. 

Wilson, Mercer, Holsinger, Swan 
& Ware, 500-10 Lee Bldg., Minne- 
apolis, Minn. 

Hardware Co. of 
Springfield, Mo., vs. St. L. & S. F. 
(3507). 

Complainant alleges that’ the 
rates charged by defendant on 
hardware from Springfield, Mo., to 
points in Kansas, Missouri and Ar- 
Kansas are excessive, unreasonable 
and unjust in comparison with the 
rates charged by defendant prior to 
November 9, 1909. 

Complainant prays that after due 
hearing and investigation defendant 
be made to answer such charges and 
to cease and desist from said viola- 
tions and to put in force more rea- 
sonable and just rates, and in no 
case to exceed the rates that were in 
effect prior to November 9, 1909. 


Muse Bros. & Co. of Junction City, 


Ark., vs. C. R. I. & P. (3498). 

Complainant alleges that on Aug. 
27, 1908, it received at Junction 
City, Ark., from Memphis, Tenn., 
four cases and five boxes of cotton 
fabrics, weight 3,840 Ibs., rate $1.02 
per 100 Ibs., charges. collected 
$39.17. 

Complainant claims that the rate 
charged by defendant is excessive, 
unreasonable and unjust and prays 
that after due hearing and inves- 
tigation defendant be made to an- 
swer such charges and to put in 
force a rate not to exceed 58c per 
100 lbs., and asks reparation in 
the sum of $16.90. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
cago, Ill. 


New Orleans Board of Trade vs. Ala. 


Gt. Sou.. Ann Arbor and B. & O. 
and various other railroads (3505). 

Complainant alleges that the rates 
charged by defendant on hay from 
points in C. F. A. territory to New 
Orleans, La., are excessive, unrea- 
sonable and unjust in comparison 
with the rates charged prior to Feb- 
ruary 20, 1910. Complainant prays 
that after due hearing and investi- 
gation defendant be made to answer 
such charges and to cease and de- 
sist from said violations and to put 
in force more reasonable and just 
rates. 

Reparation is asked on all ship- 
ments subsequent to February 20, 
1910. 

John A. Smith, attorney for com- 
plainant. 


Norcross Bros. Co., The, of Worces- 


ter, Mass., vs. N. Y. N. H. & H., 
P. R. R. and P. B. & W. (3503). 
Complainant alleges that between 
Sept. 19 and Nov. 24, 1908, inclu- 
sive, it shipped from Providence, 
R. I., to Washington, D. C., eleven 
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carloads of building marble, rate 
charged fourth class, or rate of 27c 
per 100 Ibs., and on some shipments 
fifth-class rate of 22c per 100 Ibs. 
Complainant claims that at the 
time of above shipment the de- 
fendants maintained a rate of 16c 
per 100 lbs. Complainant claims 
that the rate charged by defend- 
ants is excessive, unreasonable and 
injust, and prays that after due 
hearing and investigation defend- 
ants be made to answer such 
charges, and asks reparation in 
the sum of $689.73. 


Northern California Lumber Co. of 
San Francisco, Cal., vs. Sou. Pac. 
(3509). 

Complainant alleges that the rate 
charged by defendant for the trans- 
portation of fir lumber from Eugene, 
Ore., to Hilt, Cal., is excessive, un- 
reasonable and unjust, and prays 
that after due hearing and :nvesti- 
gation defendant be made to answer 
such charges and to cease and de- 
sist from said violation, and asks 
reparation in the sum of $49.81. 

J. O, Bracken, attorney for com- 
plainant, 656 Pacific Bldg., San 
Francisco, Cal. 


Phoenix Furniture Co. of Eau Claire, 
Wis., vs. C. & N. W. (3506). 


just, and prays that after due hear- 
ing and investigation defendant be 
made to answer such charges, and 
asks reparation in the sum of $34.34, 
with interest from August 21, 1908. 

G. M. Stephens, attorney for com- 
plainant, 1210 Security Bldg., Chi- 
cago, Ill. 


Radinsky, A. D., of Denver, Colo., vs. 
O. S. L. and Union Pac. (3504). 
Complainant alleges that on or 
about June 18, 1909, and June 22, 
1909, it inquired of the defendant 
the rate on junk from Hanna, Wyo.. 
to Salt Lake City, Utah, and was 
advised that the rate was $5 per 
ton, and upon said information on 
June 22, 1909, shipped one carload, 
weight 30,100 lbs. Complainant 
claims that upon arrival of said 
shipment at destination it was com- 
pelled to pay a rate of $9.60, 
charges collected $144.48. Com- 
plainant contends that the rates 
charged and collected by defend- 
ants were excessive, unreasonable 
and unjust, and prays that after 
due hearing and investigation de- 
fendants be made to answer such 
charges, and asks reparation in 
the sum of $69.23. 
Carl Whitehead & Albert L. 
Vogl, 316-318 Colorado Bldg., Den- 
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shipped from Elkhart, Ind., to Los 
Angeles and Oakland, Cal., two 
carloads of pulpboard. Cartons of 
children’s folding go-carts, K. D., 
weight 63,000 lbs., rate charged 
$2,625, charges collected $728.75. 
Complainant claims that the rate 
charged by defendants is excessive, 
unreasonable and unjust, and prays 
that after due hearing and investi- 
gation defendants be made to an- 
swer such charges and to cease 
and desist from said violation and 
asks reparation in the sum of 
$376.25, and to put in force a rate 
not to exceed 87%c per 100 Ibs. 


Traffic Bureau of the Sioux City 


Commercial Club vs. C. & N. W., 
Sou. Pac. and Union Pac. (3497). 
Complainant alleges that on Jan. 
1, 1909, the defendant advanced 
the rate on lima beans, C. L., from 
California producing points’ to 
Sioux City, Ia., from 75¢e to &85c, 
and on June 1 restored the 75c 
rate again. Complainant claims 
that subsequent to the last-men- 
tioned date the said rate was again 
advanced to 865c. Complainant 
claims that on April 1, 1910, it had 
shipped from Oxnard, Cal., to 
Sioux City, Ia., one carload of lima 
beans, weight 40,245 lIbs., rate 85c, 






Complainant alleges that on Au- 
gust 14, 1908, it shipped from Eau 
Claire, Wis., to Oakes, N. D., one 
earload of stove furniture, weight 
17,040 lbs., rate 61c, charges col- 
lected $103.94. Complainant claims 
that the rate charged by defendant 
is excessive, unreasonable and un- 29, 


ver, Colo. 


(3496). 


1909, 


Sidway Mercantile Co., The, of Elk- 
hart, Ind., vs. L. S.. & M. S., C. M. ant be 
& St. P., Union Pac. and Sou. Pac. 


Complainant alleges that on Dec. 
ena Jan. 2, i910, i 


charges collected $342.08. 
Complainant prays that after due 
hearing and investigation defend- 
made to answer. such 
charges and to restore the T5c 
rate, and asks reparation in the 
sum of $34.20, with interest at the 
rate of 6 per cent per annum. 





American Railways Supreme 





Washington, D. C., September 9.—‘“I return from 
the international railway conference at Berne, Switzer- 
land, with much greater enthusiasm over the American 
railroads as agencies of transportation than I ever had 
before,” declares Franklin’ K. Lane, Interstate Commerce 
Commissioner and one of the government delegates to 
the railway congress. 

“The conference established beyond question, I 
think, the supremacy of the American railroad from the 
standpoint of efficiency. One of the questions that are 
left in my mind is as to how the European railroads 
manage to pay 4, 5 and 6 per cent in dividends with 
the small volume of traffic they have compared with 
the volume we have. I have seen more freight moving 
in a single hour at Chicago, Pittsburg and Jersey City 
than I saw in an entire month in Europe. Of course, 
the answer of the European railroad man is that their 
railroad systems are entirely adequate to the needs of 
their countries, and that is probably true. 

“The countries, the cities, the manufacturing cen- 
ters of Europe are almost self-dependent. This is par- 
ticularly true as to food supplies. Their problem largely 
is how to get their products into a community, and 
probably their source of supply is not more than forty 
miles from the point of consumption. 

“Our problem is different. We are bringing our 


. 


bacon from Kansas, and from Nebraska, and from 
Texas; our eggs from the west; our fruit from Cali- 
fornia, Georgia, Florida and Arkansas. The man in the 
west, 3,000 miles away, is being covered with clothes 
made in Massachusetts. 

“Our railroading system is without parallel in the 
world, because we are living as a nation, and in Europe 
they live as communities. That accounts, in part, for 
the wonderful efficiency of the American railroad. I 
doubt if you could throw all the railroad systems of 
Europe together and move the Iowa and Kansas corn 
crop within the year. 

“The United States, in an economic sense, is a rail- 
road-made country. That is not true of any European 
country. Therefore, our problems are different and big- 
ger. This was recognized at a dinner which was given 
particularly for the English-speaking delegates to the 
conference. The result of the dinner was the establish- 
ment of a feeling of cordiality among the English-speak- 
ing delegates that is certain to have a good effect inter- 
nationally. : 

“Burope is just as much disturbed over the high 
cost of living as is the United States, and I think that 
in the near future we shall have an international agi- 
tation for the regulation of monetary systems. 

“One thing we have got to do in this country that 
Europe is far ahead of us on is in providing pensions 
for our civil employes. Europeans regard our methods 
as barbarous, and say frankly that they have outgrown 
them by fifty years.” 









The railroad question gives students a wide field for 
research, and there is an increased demand at the libraries 
for statistics on the subject. Inquiry is made into every 
phase of railroad activity. Frequent inquiries are made 
into the matter of capitalization and reveals the fact, sur- 
prising to students, that only three countries of the seven- 
teen reported have a lower capitalization than the United 


States. Here are the figures: 

Capital 
Country— Per Mile. 
Do 2 a os wines sym aidinc-0-0e spe Ae $275,040 
NE os add oem okie & Se Jptiele ORE bws Aes oe aeee 169,806 
SD Se Bata edo Soke s UEL Meee che csv eves Renebl 139,390 
St AMES & oc SG) 4 oc Heid 000s Cobnke<ch'e enieiaunes 124,730 
A city hws 666 cue he t's sdb nre ey exkaose’ bik iaee 112,879 
PT + cunddesgdpedeheden cpbeccets db ueeveee 109,788 
SEEN Sse Sei wis Sede vecctcvdups see gthakhe 109,000 
PERC Hick adedds SSO as Vee Bis chil ok os cee cuemees 85,327 
che th cu td pueda sha eth eebestckeuree 80,985 
1 bn6 ce betes en ased jie Race kaha toon ered 66,752 

New South Wales 


Argentine Republic ... 

ED snot ne comics eosth nae Cubes stncenadae bs 
United States 
India 
Japan 
Sweden 





Regarding the three countries with a smaller railroad 
capitalization than the United States, it might be of inter- 
est to state that Japan has 4,444 miles of lines; India, 
30,576 miles; Sweden, 32,427 miles, and that in none of the 
three countries named have large expenditures been made 
for terminals. 

In 1907 President Roosevelt delivered a Memorial day 
speech at Indianapolis, Ind., in which he touched on many 
subjects of general interest, including railroad capitaliza- 
tion. President Roosevelt said: 

“There has been much wild talk as to the extent of the 
over capitalization of our railroads. The census reports on 
the commercial value of the railroads of the country, to- 
gether with the reports made to the Interstate Commerce 
Commission by the railroads on their cost of construction, 
tend to show that, as a whole, the railroad property of the 
country is worth as much as the securities representing it, 
and that, in the consensus of opinion of investors, the total 
value of stock and bonds is greater than their total face 
value, notwithstanding the ‘water’ that has been injected 
in particular places. 

“The huge value of terminals, the immense expendi- 
tures in recent years in double tracking and improving 
grades, the roadbeds and structures, have brought the total 
investments to a point where the opinion that the real 
value is greater than the face value is probably true.” 

As further touching on the question of capitalization 
and its relation to rates, and bringing ex-President Roose- 
velt’s ideas up to date in his speech at Osawatomie, Kan., 
Wednesday, the colonel says: 

“I do not want to see the nation forced into the owner- 
ship of the railroads if it can possibly be avoided and the 
only alternative is thorough and effective regulation which 
shall be based on a full knowledge of all the facts, includ- 
ing a physical valuation of the property. This physical 


valuation is not needed, or at least is very rarely needed, 
for fixing rates, but it is needed as the basis of honest cap 
italization.”—Topeka (Kan.) Journal. 
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For the individual or newspaper that openly and man: 
fully defends the reactionary element of the republican 
party, confining the argument to proper and authentic chan. 
nels, the World has nothing but respect. But for that indi- 
vidual or publication that distorts the current events and 
indulges in the rankest possible mendacity in order to 
secure a shade of vantage, the World has nothing but con- 
tempt. 

The Muskogee Phoenix falls in this last classification. 
In its issue of Tuesday the Phoenix, in a long editorial im- 
pelled by its venomous hatred of Theodore Roosevelt and 
the magnificent ovation he has been accorded throughout 
the republic, sought to create the impression that pro- 
gressive republicanism was waning. It said: 

“The ‘insurgent’ movement was a deep-laid plan of 
some disappointed ones to get back the political prestige 
which they lost when the Roosevelt regime went out. ‘In- 
surgency’ sounded good and there was a demand for some- 
thing of the kind during the dull season; hence its popu- 
larity for a time. 

“But insurgency, as such, is already on the toboggan. 
Its leaders were not sincere and as soon as it was found 
that it was personal power instead of public good which 
they were making their noise for, the public left them.” 

There is not a single element of truth in that entire 
screed. 

And in the same issue of the Phoenix there was pub- 
lished a story of the unprecedented and wildly enthusiastic 
crowds that thronged Colorado and Kansas to hear Theo- 
dore Roosevelt preach the political gospel of progressive 
republicanism; greater crowds than all of those put to- 
gether who have been attracted to the opposite evangels 

“Insurgency” on the “toboggan” indeed! 

The Phoenix evidently has not heard of the results of 
the Kansas primary or the platform adopted by Kansas 
republicans. It has heard nothing from the republicans of 
California, Minnesota, Wisconsin, Nebraska or Iowa. Noth- 
ing from Indiana or Washington. Has not read President 
Taft’s recent letter where he practically concedes the 
soundness of the progressive’s contention and unequivocally 
concedes the necessity for the party’s acceptance of those 
contentions. Has heard nothing of the “illness” that has 
suddenly overtaken Aldrich, Hale, Cannon, Warner and a 
score or more of lesser special interest representatives pre- 
venting them from again going before the people. 

Yes, “insurgency” is on the “toboggan,” but the re 
actionary element of the party of which the Phoenix insists 
on forcing us to consider it a distinguished Oklahoma de- 
fender, is burning the air ahead of it-—Tulsa (Okla.) World. 


* * * 


There is a lesson in some census figures for cities 
that would grow and prosper. It is noticeable that 
those cities which have made the greatest gains are 
those which have made the greatest factory develop 
ment. Detroit, Mich., is a case in point. Here the 
growth of the city has come for the most part in the 
last half of the decade and has come through the 
development of the automobile business there. The 
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addition of a number of big automobile factories, with 
their thousands of workmen, has accounted for Detroit’s 
rapid growth. 

Schenectady, N. Y., is another case in_ point. 
Schenectady began its strides twenty years ago, with 
the accession of the big eastern plant of the General 
Electric company. This and the expansion of the loco- 
motive building business at that point have tended to 
make Schenectady during the past score of years one 
of the fastest growing cities in the country. Texas 
cities which would get ahead should heed the lessons 
revealed in these census figures. Although Texas cities 
have made gains, their expansion for the most part 
has been but a part of the general expansions of the 
state, while in these eastern cities that have made 
phenomenal growth there has been no influence of 
expansion surrounding them. Had the cities of Texas 
had the added incentive to growth of factory develop- 
ment no cities of the country would have shown as 
great a ratio of. increase.—Exchange. 

* * * 

The cat is-out of the bag. 
is explained. It is Roosevelt and nationalism, the man 
and the issue. The mountain labored and brought forth 
—a lion this time. At Osawatomie, Kan., he roared, and 
every special interest is supposed to have trembled. 

It is just possible that some of the magnates remem- 
ber the “you and I are practical men” letter which Mr. 
Roosevelt with his own hand wrote to Harriman, solicit- 
ing campaign funds when it looked like New York and 
the presidency might be lost in 1904, a ietter to which 
there was a response of some $260,000. 

Mr. Root, who was in Mr. Roosevelt’s cabinet, is 
credited with being one of the most able of the possess- 
ors of “the vulpine legal cunning” which Mr. Roosevelt 
now denounces—a cunning successfully used on behalf 
of law-breakers of great wealth. 

It is also to be noted that Mr. Roosevelt in office 
did not attempt to reform the tariff. He now proposes, 
after a sphinx-like silence during his two terms in the 
presidency, to make it right by the totally inadequate 
device of a tariff commission. A tariff commission means 
delay and more time to loot by the special interests. 
The eighth commandment, “Thou shalt not steal,” brings 
us directly to a tariff for’ revenue only; we need the 


decalogue in politics, not a commission of so-called ex- 
perts. 


The insurgent movement 


Then as to the trusts, the special interests against 
which Mr. Roosevelt now proposes to lead the people, it 
is to be remembered that it is as true to-day as when 
it was first sworn to by Havemeyer that “the tariff is 
the mother of the trusts.” Not only did Mr. Roosevelt 
as president fail to employ against them the weapon of 
tariff reform, but that big stick, the Sherman anti-trust 
law, he permitted to remain unused. 

Many of the eighteen principles Mr. Roosevelt favors 
are excellent. It is not his professed principles that 
conservative and patriotic thinkers fear, but his political 
practices, 

It is to be noted that Mr. Roosevelt does not attack 
Taft, Aldrich or Cannon. While now ranked as an in- 
Surgent, he is gentle as to the standpatters. What does 
this mean? What can it mean except that he proposes 
to save the republican party in the west if he can, that 
a democratic Congress may not be elected, and that for 
1912 he may become, if not the presidential nominee of 
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a reunited G. O. P., at least the great reconciler of the 
now separated factions of his plutocratic party.—Hous- 
ton (Tex.) Chronicle. 

* * ok 

There is a great and vast contrast between the re- 
ported utterances of Theodore Roosevelt and those of 
Vice-President Sherman. The remarks of the latter are 
those of an old-time spellbinder. “My party, good or 
bad, my party, is his theme.” Upon this he rings the 
few changes possible, but when he is through all that 
has been said in that the man who votes the republican 
ticket, good or bad, is a saint, while the man who votes 
the democratic ticket has a well developed forked tail 
and has begun to sprout horns. The people, especially 
the people of the west, have long ago passed this stage 
in party development, but Mr. Sherman does not appear 
to know it. He does not give them credit for the intelli- 
gence and the patriotism they possess. 

While Mr. Roosevelt’s Osawatomie speech was de- 
liberate and uttered with a distinct purpose, how differ- 
ent is it all through from the litterances of the vice- 
president. In it he appeals to intelligence. There is 
no hint of partisanship in any line. It is broad, the 
utterance of one who is seeking to lead the people as 
a whole through their intelligent action; in its every 
line it grasped an understanding of conditions in the 
environment in which it was uttered. It enunciates a 
doctrine that men of the caliber of Mr. Sherman cannot 
grasp—that the public welfare is to be placed above 
everything, even personal gain and party leadership.— 
Beaumont (Tex.) Enterprise. 

co * a” 

The first number of the Rio Grande Employes’ Mag- 
azine has just reached the editor’s desk. Inspired, no 
doubt, by the success of the Santa Fe Employes’ Maga- 
zine, the new venture will endeavor to knit together 
more closely the 15,000 employes of the Rio Grande 
system and also to strengthen the cordial relations be- 
tween employer and employe. This in itself is suffi- 
cient motive for the magazine, but it will also instruct 
and enlighten, will help to acquaint railroaders, as well 
as general public, with the wonders and resources of 
the country tributary to the Denver & Rio Grande. The 
cover of the first number, for instance, gives a superb 
view of mountain and forest that would attract aitention 
anywhere for grandeur and beauty.—New Mexican. 


Surplus Continues to Decline 





A further material decline in the surplus car supply of 
the country is shown in the latest fortnightly report of the 
committee on relations between railroads of the American 
Railway association. This time the reduction amounts to 
nearly 24 per cent, while the shortage has increased about 
80 per cent over the figures for the two weeks next pre- 
ceding. 

In making public this situation in Bulletin No. 77-B, 
Arthur Hale, chairman, says: 

“There is a reduction in the surplus of 18,738 cars, or 
23.8 per cent. Of this 6,969 are box cars, a decrease of 


25.5 per cent in this class, while the decrease in coal and 
gondola cars is 8,662 or 38 per cent. 

“There is quite an increase in the shortage, the total 
for this report being 9,293 cars, of which 4,594 are box cars 
and 2,964 coal and gondolas. 

“The decrease in surplus is quite general, excepting in 
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Group 6 (Northwestern), where the reductions in coal and 
miscellaneous (the latter principally stock cars), were off- 
set by an increase in the box surplus, and in Group 11 
(Canadian), which also reports an increase in box car sur- 
plus. This situation seems to indicate the accumulation of 
box cars for the movement of grain from the northwest. 
“Group 1 (New England), which shows an increased 
surplus on our last Bulletin, reports a decrease of over 40 
per cent, with shortages in all classes totaling 777 cars. 
“The reduction in coal car surplus is quite heavy in 
Groups 2 (Eastern), 3 (Middle), and 5 (Southern), while 
Group 4 (North Atlantic) reports a shortage in this class of 
2.120 cars, an increase of 1,120 cars since our last Bulletin.” 


A summary of the totals follows: 


SURPLUSES. 
Coal, 
Gondola 
No. of and Other 

Date. Roads. Box. Flat. Hopper. Kinds. Total. 
Aug. $1, 1910.... 155 20,315 3,488 14,108 22,111 60,022 
Aug. 17, 1910.... 154 27,284 2,936 22,770 25,770 78,760 
July 20, 1910.... 152 58,867 3,433 37,219 35,075 134,594 
June 22, 1910.... 158 59,611 3,237 28,762 $4,034 125,644 
May 25, 1910.... 15 48,326 3,284 29,888 33,892 115,390 
April 27, 1910.:?.. 15: 29,366 4,753 44,391 23,575 102,085 
March 30, 1910.... 150 15,834 6,116 7,400 16,322 45,672 
Feb. 16, 1910.... 148 14,990 6,447 8,660 15,416 45,513 
Jan. 19, 1910.... 151 22,842 8,417 7,819 12,758 51,836 
Dec. 22, 1909.... 177 24,284 7,595 7,213 19,262 58,354 
Nov. 24, 1909.... 163 17,538 4,091 5,628 12,271 39,528 
Oct. 27, 1909.... 174 13,029 3,090 5,287 9,490 30,896 
Sept. 29, 1909.... 174 22,330 3,821 11,239 15,998 53,388 
Aug. 18, 1909.... 169 182,505 5,953 42,158 28,808 159,424 
July 21, 1909.... 165 116,22 9,971 78,675 38,487 243,354 
June 23, 1909.... 166 121,441 12,099 89,292 40,112 262,944 
May 26, 1909.... 158 118,077 14,940 97,006 43,687 273,710 
April 28, 1909.... 161 107,665 16,487 110,538 47,638 282,328 

SHORTAGES. 
Coal, 
Gondola 
No. of and Other 

Date. Roads. Box Flat. Hopper. Kinds. Total. 
Aug. 31, 1910.... 156 4,594 914 2,964 821 9,293 
Aug. 17, 1910.... 154 2,169 933 1,514 465 5,081 
July 20, 1910.... 152 303 710 16 264 1,293 
June 22, 1910.... 158 523 862 934 410 2,729 
May 25, 1910..... 164 1,416 17236 1,837 240 4,729 
April 27, 1910.... 153 1,778 1,587 1,544 857 5,766 
March 30, 1910.... 150 8,810 1,604 6,649 2,723 19,786 
Feb. 16, 1910.... 148 15,448 1,243 10,871 3,642 31,204 
Jan. 18, 29aesc. «, 363 10,078 590 11,128 3,196 24,992 
Dec. 22, 1308.... 177 10,947 1,021 8,562 3,524 24,054 
Nov. 24, 1909.... 163 12,230 891 9,542 4,833 27,496 
Oct. 27, 1909.... 174 23,138 1,412 8,743 3,343 36,636 
Sept. 29, 1909.... 174 8,184 655 4,392 1,351 14,582 
Aug. i: a! 556 277 1,076 100 2,009 
July 21, 1909.... 165 106 169 31 33 339 
June 23, 1909.... 166 211 190 193 233 827 
May 26, 1909.... 158 83 99 1,011 7 1,240 
April 28, 1909.... 161 144 106 74 173 497 


A Prayer for Newspaper Men 


O Thou great source of truth and knowledge, we 
remember before Thee the .writer of books, the news- 
paper men, and all whose calling it is to gather and 
winnow facts and to inform the people. Grant them a 
determined love for honest work and a stanch hatred 
for the making of lies, lest they pervert the judgment 
of the nation and teach us to call light darkness and 
darkness light. Suffer them not to drug the mind of 
cur people with falsehood and prejudice. Since the 
sanity and wisdom of a nation are in their charge, may 
they count it shame to set the baser passions of men on 
fire for the sake of gain. 

Grant them boldness to turn their unwelcome light 
on those who love the darkness because their deeds are 
evil. Put into their hands the shining sword of truth, 
and make them worthy sons of the champion of the 
people in the past who held truth to be the only thing 
for which men should die. Make them realize that they 
have a public function in the commonwealth, and that 
their country may be saved by their courage and undone 
by their cowardice and silence. 

Grant them the heart of manhood to cast their 
mighty influence with the forces which make the people 
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strong and free, and, if they suffer loss, may they re. 
joice in that as proof to their souls that they, too, have 
been friends of the common man and servants of the 
higher law.—Walter Rauschenbusch, in the American 
Magazine. 





Taft Appoints Stock Commission 


Beverly, Mass., September 9.—Before starting on 
his western journey last Saturday, President Taft made 
public the personnel of the commission authorized under 
the last amendment to the interstate commerce act to 
investigate railway stocks and capitalization. 

The members of this commission are: Dr. Arthur 
T. Hadley, president of Yale university, chairman; Wal- 
ter L. Fisher, Chicago, attorney for that city in the 
settlement of the Chicago traction dispute, and author 
of the plans whereby Chicago and the street railways 
divide profits, vice-president of the National Conserva- 
tion Commission and ex-president of the City Club of 
Chicago; Frederick Strauss, New York, economist, 
banker, and a member of the firm of Seligman & Co.; 
Frederick N. Judson, St. Louis, author of several books 
on law, taxation and interstate commerce, special coun- 
sel for the United States in the prosecution of the 
Santa Fe railroad and the Colorado Fuel & Iron com- 
pany for rebating; Prof. B. H. Meyer, Madison, Wis., 
holder of the chair of political economy at the University 
of Wisconsin, chairman of the Wisconsin railroad com 
mission, and an author on railway matters. 





RAILWAY SALE POSTPONED. 

Austin, Tex., September 9.—The sale of the Interna- 
tional & Great Northern railroad, which was set to take 
place September 15, has been postponed until some time 
next April by a federal court order. The object is to give 
the road sufficient time to make satisfactory arrangements 
for paying the unsecured claims outstanding against it. 
These claims aggregate $1,500,000. 














Important to Shippers 


Freight and Express Rate and Traffic Man wants 
position. 20 years with Railroads, Shippers and 
k. R. Commissions. Age 36, health good, personal 
and business record clean. Will go anywhere at 
reasonable salary and depend on results for ad- 
vances. Thoroughly posted on all Commerce Laws 
and General Freight and Express matters, and can 
get results. Any proposition from individual shi) 
pers or associations of shippers promptly considered. 


Address Traffic Man 


care of Traffic Service Bureau. 





SITUATION WANTED 


Man 35, expert in freight rates, 12 years’ railroad 
experience, 4 years’ actual practice before Interstate 
Commerce Commission, now with large coal compc- 
nies, desires change account wife’s health; would coi- 
sider employment by individual or associations 0/ 
in individual cases. References unlimited. Address 
330 Temple Court, Denver, Colorado. 
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Directory of Transfer Agents, Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 


BINGHAMTON, N. Y. 


MERCHANTS’ WAREHOUSE COM- 
PANY. Storage, transfer and for- 
warding. The Quackenbush Company. 





BUFFALO, N. Y. 


BUFFALO STORAGE & CARTING 
CO., 350-556 Seneca St. “Unsurpassed 
facilities” for storing, handling, trans- 
ferring and forwarding goods. Tele- 
phone No. 683. 





CHICAGO, ILL. 


BELT LINE TRANSFER & STORAGB 
CO., warehouses located at 76th and 
Wallace Sts., on Belt Railway; office, 
4 Sherman St.; do a general storage 
and transfer ‘business; issue nego- 
tiable warehouse receipts, good at any 
bank. 


JUDSON FREIGHT FORWARDING 
CO., INC., 443 Marquette Bldg. Car- 
load distribution to all railroads at 
Chicago without teams; L. C. L. ship- 
ments of machinery forwarded at re- 
duced rates to all principal western 
and Pacific Coast points. 


MIDLAND WAREHOUSE & TRANS- 
FER CoO., 43d and Robey Sts. Belt 
line warehousing and — with- 
out teams, Carloads received rail or 
lake and reshipped rail, L. C. L., at 
Chicago rates. Insurance rate, 29c. 


G. W. SHELDON & CO., Monadnock 
Block. Import and export freight con- 
tractors, warehousemen and insurance 
agents; custom house brokers and 
custom house attorneys. 





DALLAS, TEX. 


W. M. EDWARDS, JR., 113 Austin 8st. 
General transfer and forwarding 
agent; reshipping; storage; ware- 
house. Carloads or less consigned to 
our care will be delivered promptly. 














DENVER, COLO, 


VENVER STORAGE WAREHOUSE 
CO., 1521-31 20th St. Merchandise 
stored and forwarded. Insurance at 
special rates. Consignments solicited. 





DETROIT, MICH. 


E. FERGUSON CO., LTD., foot of 
Fourth St. Authorized cartage agents 
for the MICHIGAN CENTRAL R. R. 
CO. Genera] cartage and forwarding. 
ee attention to carload distribu- 
tion. 


THE READING TRUCK CoO., 6th and 
Congress Sts. Authorized cartage 
agents for the Wabash and 
Pacific railways and for the Anchor 
Line steamers. Special attention given 
to distribution of carload freight for 
two or more parties. Merchandise de- 
livered as ordered. 


ELMIRA, N. Y. 


ELMIRA STORAGH & SUPPLY CO. 
General storage, erring and for- 
warding. Warehouses accessible to 
all railroads. Prompt service. 





KANSAS CITY, MO. 
K. & M. STORAGE CO., Ninth and 


Santa Fe Sts. 

Track connection with all roads en- 
tering city. 

Carloads ecered, distributed and re- 
shipped. 


Track capacity, eight cars a day. 

Low insurance, prompt, catisdastery 
service, 

Bonded in accordance with state laws. 





LOS ANGELES, CAL. 


LOS ANGELES TRANSFER CO., 830 
S. Broadway. Baggage and freight 
distribution; consignments and car- 
loads our specialty. Established 18865. 


Continental Bolt & Iron Works 


UNION AND 22D STREETS CHICAGO, ILL. 


MANUFACTURERS OF 


MACHINE BOLTS, UPSET BRIDGE RODS AND 
STRUCTURAL RIVETS 





LOUISVILLE, KY. 


LOUISVILLDB PUBLIC WAREHOUSE 
COMPANY, INC. Import and export 
freight contractors, transfer and re- 
shipping agents, custom house brok- 
ers. Bonded and free warehouses, 





ST, LOUIS, MO, 


ASHLEY WAREHOUSE CO. Bonded 
and general storage. Drayage facili- 
ties. Cars promptly handled. Custom 
house entries attended to. Insurance 
18c. Track connections. 


BONDED EXPRESS & TRANSFER 
CO. Distributors of bulk shipments, 
= or less. nsignmentg s0- 
c 





SALT LAKE CITY, UTAH, 


A. STIEFEL PIONEER TRANSFER, 
615 Tribune Bldg. General transfer 
and distributing — Carload dis- 
tribution our s ty. Reliable and 


prompt, Established 1872. 





SCRANTON, PA. 


MERCHANTS’ WAREHOUSE co. 
Commercial storage, transfer and for- 
warding; railroad sidings. The Quack. 
enbush Co., proprietors. 





SAVANNAH, GA. 


SAVANNAH WAREHOUSING > 
Wholesale distributors and manufac- 
turers’ agents. Modern brick ware- 
house and unexcelled transportation 
facilities. We make a specialty of 
representing manufacturers carrying 
goods at Savannah for supplying 
southern trade. Prompt attentions 
given carload shipments for distribu- 
tion. Drayage. 





WILKESBARRE, PA, 


nae Pha pay co. 
orage, transfer an orwarding. 
The Quackenbush Co. 

















Directory of Transfer Agents, 


| CATHCART TRANSFER 
| & STORAGE CO. 


| UNION TRANSFER & 
| ATLANTA, 


STORAGE CO. 


INDIANAPOLIS, IND. 
EE * 


GA. 





DODD & CHILDS EX- 


| BALTIMORE TRANS- 


FER CO. PRESS CO. 
_ Light & Lombard Sts. 2 Exchange Place 
| BALTIMORE, MD. JERSEY CITY, N. J. 





ADAMS TRANSFER & 


GREANEY BROS. 


| 
STORAGE CO. 
| 88 N. sth St. 228 W. 4th St. 
| BROOKLYN, N. Y KANSAS CITY, MO. 


CALIFORNIA WARE- 
HOUSE CO. 


LOS ANGELES, 


| J. C. BUCKLES TRANS. 
co 


- . 2d St. 
| 217-219 W. 2d St CAL. 


CINCINNATI, QHIO 





COMMERCIAL WARE- 
HOUSE CO. 


LOS ANGELES, 


| CLEVELAND STORAGE 
Co. 


| CLEVELAND, 


OHIO 


CAL. 





PATTERSON TRANS- 
FER CO. 


MEMPHIS, 


| BUCKEYE TRANSFER & 
| STORAGE CO. 
| 


COLUMBUS, 


OHIO 


TENN. 





| COLORADO WARE- | 
| HOUSE CO. 


| DENVER, 


F. A. WALSH & CO. 
MILWAUKEE, 


COLO. WIS. 





| DENVER TRANSIT & 
| WAREHOUSE CO. 
| 


DENVER, COLO. | 


MINN. TRANS. & STOR- 
AGE CO. 
122 S. sth St. 
MINNEAPOLIS, MINN. 








THE PECK & BISHOP 
co. 
NEW HAVEN, 


| E. S. BELDEN & SONS | 


| HARTFORD, CONN. | CONN. 














- HARRISBURG TRANS- 





| WARWICK - THOMSON 
| FER CO. | co. 
| Pennsylvania Depot | 654-660 West sath St. 
HARRISBURG, PA. | 


NEW YORK 
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Freight Forwarders, 
Warehousemen, Custom House Brokers, etc. 































OMAHA VAN & STOR- 
AGE CO. 


OMAHA, 


NEB. 





PHILADELPHIA WARE- 
HOUSE CO. 


| PHILADELPHIA, PA. 
EES * “, 





ol. V. 





O. E. JONES 
PROVIDENCE, 


R. I. 





PROVIDENCE WARE- 
HOUSE CO. 


PROVIDENCE, R. L 
TTT 


BOWMAN TRANSFER 5&. 
& W. CO. 
708 E. Main St. 
| RICHMOND, 


VA. 





BROWN TRANS. & 
| STORAGE CO. 
goo S. 6th St. 
| ST. JOSEPH, MO. 

De ee 





| SEATTLE TRANSFER 
co, 
| SEATTLE, 


WASH. 





| GEORGIA LIGHTERAGE 


& TRANSFER CO. 
SAVANNAH, GA. 





AMERICAN STORAGE & 
MOVING CO. 


ST. LOUIS, 


MO. 





| THE TOLEDO WARE- 
HOUSE CO. 
1309-19 Lagrange Street. 
TOLEDO, OHIO 









